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Large Railroad Generators. 





NEW YORK, Oct. 18. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In your issue of Oct. 14 appears a letter signed S. H 
Short. There are one or two statements in his letter 
which louvk to me asif he were laboring under a mis- 
apprehension, although this would be hard toexplain in 
the case of one so well posted as he. He says: ‘In this 
country we have installed the largest street railway 
generator ever built. This generator is of 1,500 KW. 
capacity.’ It cannot be unknown to Mr. Short that the 
generator installed in the Intramural power-house at 
the Chicago World’s Fair, and built by the General 
Electric Co., was one of 1,500 KW.; that four machines 
of similar capacity, and built by the same company, 
have been in operation in the Kent avenue power-house 
of the Brooklyn City Railway for over three years, 
and that others have been operating in different parts 
of the country for nearly as long. and that genera- 
tors of 1,600 KW. capacity have been furnished by the 
General Electric Co. for nearly two years. Some of these 
are in operation at Boston, and one in the station of the 
Consolidated Traction Co., at Newark. 

J. McGHIE. 








The Roaring of Brick Pavements. 





NIAGARA FALILs, N. Y., Oct. 18, 1897. 
To THE EpIror OF THE RAILROAD GAZETTE: 

In the contributed article by C. F. M., on the subject 
of ‘Expansion of Brick Roofs and Pavements,” in your 
issue of Oct. 8, reference is made to trouble with brick 
pavement in this city. A few facts relating to the 
trouble in question may prove of interest to some of your 
readers. 

Since the introduction of brick pavements in this city 
there have been several cases of upheaval of the pave- 
ment and a number of cases of ‘‘the hollow sound or 
roar’’ under travel. Where such trouble has ocveurred 
the pavement had been laid in cold weather and the 
joints filled with Portland cement grout. 

I examined closely the last upheaval, which occurred 
upon the hottest day of the summer just passed, and 
found conclusive evidence that expansion of the brick 
had taken place and was the whole cause of the rupture. 
The break occurred at a street intersection between the 
curb line and the outside rail of the street car track. 
About noon-time the brick pavement suddenly buckled 
or raised from its bed, forming an arch about 5 ft. wide 
and 10 ft. long, with a rise of 10 to 12 in., the longi- 
tudinal axis of the arch being normal to the line of the 
main street. The cushion of sand remained undisturbed. 
Along the curb from the street corners, for some dis- 
tance, a crack appeared, greater at the curved corner, 
indicating a movement of the pavement from both di- 
rections toward the upheaval. 

This pavement was laid in November and December 
of 1894 and the trouble with it began in the first warm 
weather of the spring following, the failure above de- 
scribed being the most serious. 

1 have also examined a number of cases of the rever- 
beration of brick pavements and found the existence of 
an air space between the brick and the cushion sand to 
be the primary cause in every instance. This air space 
may be the result of (1) the arching of the brick during 
hot weather, due to its expansion, or (2) to the settling 
of the foundation in soft ground or over a trench which 
had been refilled just previous to the construction of 
the pavement, and (3) to the settling of the cushion sand 
after the completion of the pavement. When caused by 


(1) the reverberation will be most noticeable in hot 
weather, when by (2) or (3) it will probably be noticed 
both winter and summer. 

My conclusions as to the cause of number (3) are that 
the sand was either frozen or very wet when the bricks 
were laid upon it, or it was not properly relied before 
grouting the brick joint and the settling of the sand 
took place when it thawed or dried out. 

From my experience in the coastruction of brick pave- 
ments and from examinations of cases of failure, it 1s 
my opinion that such failures are almost always due to 
faulty construction, and I agree fully with C. F. M. in 
his conclusions that when brick pavement is laid in cool 
weather proper allowance must be made for the expan- 
sion of the brick, especially when the jointsare filled with 
cement grout. Niagara Falls has one street paved with 
brick having the joints filled with asphalt, which has 
passed through ths hot weather without giving any 
trouble whatever. 

The theory of exploding gas as the cause of upheaval 
in brick pavement may have its foundation in one or 
two isolated cases, butif prompt and close examina- 
tions were to be made when failures occur, I believe 
that the expansion of the brick would be found to be the 
true secret of the trouble in nearly every case. 

WALTER McCULLOH. 








The Garrison’s Train Accident. 


On Sunday, Oct. 24, about 5:50 a. m., southbound passen- 
ger train No. 46 of the New York Central & Hudson River 
road, running at full speed, was derailed about two miles 
south of Garrison’s, N. Y., on the Hudson Division, and 
the engine and five cars fell into the Hudson River. 
Seventeen passengers, the engineman, the fireman and an 
employee of the road riding on’the engine, were drowned, 
and seven passengers and one trainman were injured 
The cause of the derailment appears to have been the 
caving in of the roadbed, though precise information on 
this point is not yet at hand. A large mass of earth slid 
into the river, but the nature of the defect is obscure. 

The engine sank in about 40 ft. of water, about 
30 ft. away from the track. The second car was 
a day coach and all the passengers drowned were 
in this car. It was quickly submerged so far that 
little more than the roof was visible above the 
water, and the few survivors in the car hung to the clear- 
story windows and other fixtures until rescuers from 
the shore succeeded in cutting holes in the roof. There 
were six sleeping cars in the train, three of which re- 
mained on the track. The otber three were partially 
submerged, and the passengers’ clothing, baggage and 
money were not secured until the cars were raised, but 
the passengers got out through the windows in safety. 
An express car floated down stream about 14 miles. 

The track at the place of the accident rests on an 
embankment built at the edge of the river, the ground 
rising abruptly on the east side. On the west side, that 
next to the water, there is a wall to protect the road 
from the wash of the river. The railroad was built, 
under the direction of John B. Jervis, in 1848, and it is 
said that this wall has stood intact since that time. 

On Monday the General Roadmaster of the com- 
pany said to a reporter: *‘ The report that the road 
had been widened recently is untrue. The work con- 
sisted not of widening the bed out toward the river, 
but of raising the surface cf the bed. We did not 
change the alignment of the tracks in any way. Rais- 
ing the bed, however, naturally necessitated the rais- 
ing of the seawall. We built the new wall on 
top of the old wall, using the old wall as a 
foundation. The alignment of the old wall was not 
changed in any particular. Its top came in some places 
above the surface of the water, in others it was just be 
low the surface. The new wall on top of the old one 
was simply a piece of masonry above the water, and its 
giving way would not have occasioned any such acci- 
dent as occurred. I should say that at some points 
along the line where we were raising the roadbed we 
found the old seawall slightly bulged out. It had been 
forced out by the pressure of the filling in. The bulg- 
ing, however, was only noticeable near the top of the 
old seawall. Further down, near the foundation, it had 
not moved an inch from the position in which it was 
originally laid, and consequently the bulging was of no 
consequence whatever.” 








American Street Railway Association. 





The meeting of the Street Railway Association, held 
at Niagara Falls last week, and partially reported in our 
last issue, deserves more than the short account already 
given. The subjects of the papers read at the meeting 
were selected with more than the usual care and their 
treatment was full. To the steam railroad man the paper 
on “Application of Electricity to Railroads now Operated 
by Steam Power,” written by Col. H. M. Heft, of the 
New York, New Haven & Hartford Railroad, will doubt- 
less prove the most interesting and instructive, inas- 
much as it contains some figures and facts heretofore 
known only in a general way. It is to be regretted that 
the papers did not call forth more general discussion 
from the members of the association. 

Many regard the exhibits as the principal feature of 
the gathering, and probably that is so in a large meas- 
ure. Those not attending this or a similar convention 
can little imagine the interest shown in the display 
made by the supplymen, or of the expense and labor 








necessary to make it the success that it is. There is, 
however, one thing in this connection to which attention 
should be called. An injustice is done to many who oc- 
cupy spaces near au exhibit where motors, brakes, wheel 
grinders and other heavy machines are shown in opera- 
rion. Such machines should be located in some place 
other than the main exhibit hall. While this may have 
its disadvantages it will doubtless meet the approval of 
a large majority. The completed list of exhibits will be 
found elsewhere in this issue. 


The trip through the Great Gorge, the visits to the’ 


new industries springing up near the Falls and to the 


* 15,000 H. P. power station were enjoyed by those in at- 


tendance during the hours not spent at Convention Hall. 
At the latter place work is now being pushed in the 
preparation of five (5,000 H. P. each) new turbines and 
generators. ,These will be, in the {main,, similar to 
those already in place, but modified in some details by 
Dr. Coleman Sellers, who has direct supervision of the 
work. The banquet held Thursday evening, with its 
happy responses, was a fitting close !of this very enjoy 
able gathering. 

Mr. Frank R. Ford, a delegate from the American 
Street Railway Association to the National Conference 
on standard electrical rules, stated that on Dec. 11 and 
12, 1896, the Committee on Code adopied its final report, 
and that all the associations represented had adopted or 
approved of the rules as formulated with the exception 
of the American Society of Mechanical Engineers and 
the American Street Railway Association. At the 
December meeting of the former society the question 
will come up for action, and it was advisable that im- 
mediate action should be taken by the association. On 
motion, the code as finally revised was adopted. The 
new code contains many desirable amendments as to the 
technical requirements, and the old one has been revised 
so as to obtain a more logical arrangement. While it is 
not claimed that the code is perfect, yet it can be said 
that each term used has been carefully considered by the 
men representing the different societies, and instead of 
the number of sets of electrical rules governing construc- 
tion throughout the country the new code will be recog- 
nized as the one set of rules to which all electrical work 
must conform. 

At the business session on Thursday a number of in- 
teresting and important subjects were discussed. it was 
decided to limit the time in which the annual meeting 
should be held from Sept. 15 to Dec. 15. Mr. C. N. Duffy, 
of St. Louis, callled attention to the work of the Street 
Railway Accountants’ Association and thanked the 
Street Railway Association for its interest and help in 
the work of the new organization. The report of the 
committee, composed of Messrs. W. F. Kelly, Lra A. 
McCormick and E. C. Foster, appointed at the St. Louis 
meeting to consider the advisability of adopting a code 
of rules for the government of street railroad employees, 
then reported that it seemed both necessary and desir- 
able that a standard code should be adopted. The Com- 
mittee was authorized to draw up such rules and present 
them at the next meeting of the Association for ap- 
proval. It was stated by the Committee in its report 
thatifsuch a standard be adopted its hould be left entirely 
to the discretion of the individual members as to 
whether they should use it on their own roads. 

Mr. W.S. Dimmock, of the Omaha & Council Bluffs 
Railway and Bridge Co., then calied attention to the 
necessity of considering the question of street car com- 
panies carrying mail, and of the importance of urging 
the government to make favorable contracts with the 
street railroads for such service. In the discussion 
which followed it appeared that in some cities little ad- 
vance had been made in this direction, while in others 
the government officials and the street railroad com- 
panies had made amicable agreement whereby not only 
the rate for carrying the mails was as high as that paid 
for steam roads, but the amount carried had been in- 
creased from time to time. 

At the session held Friday morning the customary 
vote of thanks was extended to all who had in any way 
made the meeting at Niagara Falls both pleasant and 
interesting, and this was followed by the installation of 
the new officers, which are as follows: President, Albion 
E. Lang, of Toledo, O.; First Vice President, W. Caryl! 
Ely, Niagara Falls, N. Y.; Second Vice-President, John 
A. Rig, Reading, Pa.; Third Vice-President, Kdward G. 
Connette, of Nashville, Tenn.; Secretary and Lreasurer. 
T. C. Penington, Chicago, Ill. Executive Committee— 
Robert McCulloch, St. Louis, Mo.; C. Wyman, New Or- 
leans, La.; Henry C. Moore, Trenton, N. J.; John M. 
Roach, Chicago, Ill., and Robert S. Goff, Fall River, 
Mass. 

After a few timely remarks by the new President, the 
meeting adjourned to convene at Boston in 1898 on 
such dates as may hereafter bedesignated by the Execu- 
tive Committee. 








Special Mountain Freight Engine for the Mexican 
Central Railway. 





The Brooks Locomotive Works hascompleted a special 
mountain freight locomotive for the Mexican Central 
Railway, which, beside being the largest engine turned 
out at this works, has anumber of interesting features 
which are shown by the engravings..: So: Sarenlrone en- 
gine of this design has been ordered, “8 

Fig. 1, from a photograph, shows the appearance of 
the engine, which has four-coupled driving wheels and a 
leading and trailing truck, permitting the engine to be 
run about equally well in either direction... We are in- 
formed by,the;designer,-Mr. F'., W., Johnstone; Superin- 
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tendent of Motive Power of the Mexican Central, that 
the driving wheel base was made as short as possible on 
account of the numerous curves on that portion of the 
road where the engine will be used. This engine was 
designed to haul trains of 210 gross tons up a three per 
cent. grade 30 miles in length, where there are many 
curves as sharp as 18deg. The total weight of train; in- 
cluding the engine and tender, will be between 350 and 
355 tons. 

Fig. 2 is an elevation, and Fig: 3 sections of the 
engine at various points. These engravings show in 
general the principal features of the construction; 
the details of the boiler are given by Fig. 4. 

This engine is expected to burn either wood or bi- 
tuminous coal. The cylinders are 21 in. in diameter 
by 26 in. stroke, and the driving wheels are 49 in, in 
diameter. The total weight in working order is 193,- 
450 lbs., of which 145,200 lbs. is on the drivers, 23,. 
450 Ibs. on the front truck and 24,800 lbs. on the rear 
truck wheels. The driving wheel base is 13 ft., the 
total wheel base of the engine is 28 ft. 2in., the 
length of the engine over all is 36 ft. 684 in., while the 
length of the engine and tender over all is 61 ft. 4% 
in. . 

The boiler is of the Player improved Belpaire type, of 
steel, and carries a working steam pressure of 180 lbs. per 
squareinch. The thickness of the sheets in the first course 
is % in., and in the second course % in.; the side and top 
sheets of the boiler, as also the back head, are , in. 
thick. The front tubesheet is °{ in. thick, and the fire- 
box tubesheet is * in. The method of direct staying 
used represents the latest practice of the Brooks Loco- 
motive Works, where high steam pressures are carried, 
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The heating surface of the firebox is 218 sq. ft., that of 
the tubes 2,585 sq. ft., making a total heating surface of 


2,803 sq. ft. ‘Lhe grate area is 31.45 sq. ft. 


The diameter of the smoke box is 81 in., and on account 


Fig. 5 shows the details of the front end of the loco 
motive frame, and the method of fastening the cylinder 
casting. It will be noted that the frame is 5 in. wide 
throughout, excepting at the extreme forward end 














Fig. 1.—Special Mountain Engine for the Mexican Central. 


of its large size a portion of the stack projects inside the 
frontend. A square box netting is used witha short 
exhaust pipe and draft tube inside the netting. 

The tender loaded weighs 90,000 lbs. and has four- 
wheel metal trucks of the standard Mexican Centra 
type, as illustrated in the Railroad Gazette June 4 last. 
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where it is reduced to4 in. Fig. 6 likewise gives the 
details of the cylinder and saddle casting and the di- 
mensions of the steam and exhaust passages. 

The cab and running boards are of steel, as is the usual 
practice of this road. The cab has unusually large side 
windows. Especial attention has been given to the ar 
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Fig. 2.—Special Mountain Locomotive—Mexican Central Railway. 


Designed by Mr. F. W, JOHNSTONE, Superintendent of Motive Power. 
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and is clearly shown by Fig. 4. The outside diameter of 
the barrel is 78 in. Therelare 412 tubes 2 in. in diameter 
and 12 ft. 15; in. long. 

The firebox is above the frames and is made of steel. 
It is 10 ft. Lin. long and 8 ft. 244 in. wide inside the mud 
ring. The depth at the front is 82 in. and at the back 75 
in. The crownsheet is 4 in. and the side and door 
sheets are 3¢ in. thick, 
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Fig. 3.—Sections Through Mexican Central Locomotive. 


The underframe is formed of 9-in. steel channels, and 
the tender has a capacity for 4,500 gallons of water and 
five tons of coal. 

Cast steel is used for the front and back couplers, cyl- 
inder heads, pistons, steam chests and covers, driving 
boxes and driving wheel centers, while malleable iron is 
used for the locomotive steam pipes, and for the center 
castings, side bearings, truck boxes and lids of the tender. 


Built by the BRooKs LocoMoTivE Works. Dunkirk, N.Y. 





rangement of the cab fittings, so as to be most conven- 
ientto the men. The engineman and fireman have drop 
seats. Directly in front of the engineman, near the 
floor, is the cylinder cock lever, while bolted to the right 
side of the cab are the engineer’s brake valve and alr 
signal whistle. The reverse lever is on his left, while 
above and attached to the side of the boiler are the le 
vers to the throttle valve, sand box and whistle. There 
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is also a similar whistle lever on the fireman’s side. 
Steam and air gages are mounted on a bracket attached 
to the side of the boiler at such an angle that the faces 
of the gages are directly in front of the engineer, the 
fireman’s steam gage being in the center, attached to the 
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single locomotive yet built. The total weight on the 
drivers is less than that of the twelve-wheel engines of 
the Northern Pacific, and also the 'decapods of the Bur- 
lington & Missouri River, the St. Clair Tunnel and the 
New York, Lake Erie & Western. It should also be 
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Details of Boiler. 


back head of the boiler. The lubricators are on the 
back head of the boiler on the engineer’s side, and 
directly below the lubricators are four gage cocks and 
the water glass. The yalves for admitting steam to the 
blower and to the air pump are low down on the back 
head of the boiler within easy reach. The injectors, one 
on either side, are below the cab on a level with the top 
of the frames, the starting rods projecting through the 
cab floor back of the engineman’s and fireman’s seats 
respectively. The main air reservoirs, one on either 
side, are below,thecab and above the rear trailing wheels, 
while the auxiliary reservoir and triple valve is above 








noted that on account of the arrangement and size of 
the driving wheels, the driving wheel base of the Mexican 
Central engine is less than that of the others shown in the 
table. The Mexican Central engine appears to stand sec- 
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Fig. 6—Details of Cylinders, 21 in. x 
























































wheels. These consolidation engines are expected to 
have a total weight of about 192,000 Ibs., 56-in. driving 
wheels, cylinders 22 in. x 28in., a boiler 72 in. in diameter 
at the first cylinder course and carry a working steam 


pressure of 210 lbs, 
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Locomotive— Mexican Central Railway. 


Other general dimensions of the Mexican Central lo- 
comotive are as follows: 


Na) POPERPCCPCCCECTTE CCCP CEC CET Terror Special Mountain Engine 
FONG INO 5 aa on. 00 cen deiescncdnandacuvanadeceseeaaaccaue, 207 
Name of builder..... dudanwdadcudcade Brooks Locomotive Works 
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26 in.—Mexican Central Locomotive. 
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Thickness of shcets..Crown, 3); side and door, % in.; flue 
sheet, % ip. 
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I Ys 606 ins sn sdics sedncesukosoeesdenslos sean couse nine» 

Water space, Widshe.....e. Front, 4 wate ; sides, 4 in.; back. 4 in. 

NIN ss tec aivvaws asdsavnic < peceue Cast iron, rocking 
Tebes, 

DEON <..:. bu vegssoucubnbesseevenesnss ushnss sow sowasboeswcees Tro 
Length over sheets......-.... RS SRR OE aay o» 12ft. Ise 4 
Smokebox. 
tag TEE ShebuesswaesSas SNM Sawen©@ Sen ewels aby 8lin. 
SUMED eb ccanecees sinoeneese~> RS oetenaaneenee 54 in, 
Other Parts 
AA GOES on aie ok 55s dcnsueencadicnsevtinnssiccis senses -. Double 

- ee Fee eee es ke Permanent 
OP LARS inci <u canneiensesessads racemes 3% in. 
si * d:tance of tio below center of boiler.. "1934 in. 
Netting Se Saas eh cave uu sRERere En Aes Hh Ge Reba aac. leaeeee ee Wire 
size cf mesh or pe ee No. 18, 8 X 8 in. mesh 
Stack....ss..sccecsecssevees sriegeiess csessesneiseelseessesesiessis aper 
** Jeast diameter .. ....ccecccceceeeee conve s seceee 17 in. 
ERED, AOAMUIION. «605550060 cs soso secure tones pouecee .29 in. 
* height above smokebox.. sae penedbeusenw eae 3 ft. 0Oin. 
Sonor. 
i, ee Lie eee er 
Tank capacity for water............+.-- 
ee re bebeieee Sussha 
Kind of material in tan'’’.........0...ecee0 
TRAGER BPRE OF CANK SHOPS... soc cnvesencecsscnessce yin. and % in, 
ODD OF OCT EIREIO 0.0. 600 565050050 0g0s0 550 9 in. channel steel, 
or) MER conkascassevacnt RK. R. Co’ 8. with swiveling center. 
lo a ee ahivt <hsce cuueeahe ease Rigid bolster. 






Type of truc +k spring. 
—e vod truck wheels 


vd d Jength of axle journals. cecsvanensaiee 44 ip. 
Distance between DONTETS OF JOULMAIS...... <2 ..cc-ccceecees 5 in. 
Diameter of wheel fit on Milos crascccussecucsescccmsceens 584 in. 

SIOODE UIE. civs'oneescnc- ces ayeaercacmonepy 45¢ in. 
Tyne of truck ecaey Xe eebehSycareaese “Robinson” metal truck 
SPROOUR bos soo ucicwesnsc-esedeersbaser ———- steel 
Length of sonar frame over bumpers.. ..22 ft. 6% in. 
DRG ccanies cess ssicbeo cucakcas oeeuasasens 19 ft. 9 in. 
Width ot Date Leeda MAnORnxEe abe esx peksasneas caer ll ft. 11lin 
Height of tank, not inclu SORE AIRE cara w Se istaule, eae rew ont 48 iv 
I Eines cao ese anand cssaunaonenss caus ig in 


Type of back drawhead. .C: ist steel bull nose with M. C. 


Without water scoop. 
Names of Makers of Special Equipment. 
.. Pratt & Letchworth 
.Krupp crucible 
Axles, driv ing’ ani engine truck... ‘Taylor Iron & Steel Co. 
Might-foed bic sors. ....... csccceveccovsevesre Nathan Mfg. Co. 
Frent and bac< couplers Pratt & Vetchworth 


PN IRIE a kanees sc 0a¥cecs 6 hadnee 
Tires..... 





PONTOEY WRIVO, 55.00 snc covered Crosby Steam Gage & Valve Co. 
Injector....... Spusnh sh Valk Dabewe eNews woeee es Friedman’s{ te 4 10 
D iver brake equipment.... ............... American Brake Co. 
Vender brake equipment. ....... Westinghouse Air-brake Co. 
IP TIMID RIN. (5 cas sGasbuwscrenennese sane ManeuseugenD “er 
Tender br.keshoe cheek teas keine sseaaoeae Brooks L. W. 
SPE AUR NO 65s 00ts.vosmonececns .. American Brake Co. 
OP D.. cssedteawowaeerntseaces Westinghouse Air Brake Co. 
Air pump goverpor __........... 
Ste mgiers ee Crosby Steam Gage & Valve Co. 
Engine truck springs .. .........ee eee Chas. Scott Spring Co. 
Driving springs ...0  ...c...sececcesenees 
ee es ee eae = is a 
Piston-rod pac kings... R. R. Co.’s, by B. I. W 
ee lt. 9 7 * te eames rah oe eee 

Other Specialties. 
ok OE EEE TT Crosby Steam Gage & Valve Co. 
ee! a Sy ee Alex:nder Car Replacer Mfg. Co 
MICO 5.5L sh Sines And bbb ees 0 NRE boneRecaaeeee Le Chatelier 





New Box Cars for the Big Four. 





The envravings show some details of the 1,000 box cars 
which the Pullman’s Palace Car Co. has lately built for 
the Cleveland, Cincinnati, Chicago & St. Louis Rail- 
way. These cars will each be 36 ft. long, and 8 ft. 3 in. 
wide, measurements, and have a capacity of 
60,000 Ths, They have eight sills, as shown by the 
drawings. The side sills will be of long leaf yellow 
pine, 4% framed to the end sills with double 
tenons, each 1'f in. thick by 16 in. long by 41g in. wide. 
These sills will be fastened to each of the body bolsters 
with two 3; bolts. The center sills, also of yellow 
pine, will be 5 x 8in., and framed to the end sills with 
double tenons the same as those on the side sills. Each 
center sill will be bolted to the bolsters by two %-in. 
bolts each, and to the draft timbers with five 7<-in. 
bolts. Yellow pine intermediate sills, 4 x 8 in., 


inside 
wil' 


x 8 in, 


-in. 


will be 
fastened to the end sills in the same manner.as the other 
sills, and also fastened by meansof one ®°¢-in. bolt toeach 
bolster. The sub-end sills will be of white oak, 3 x 51/ 
in., secured to the sills with °¢ in. bolts. Blocking pieces 
of white oak.3 « 4'5 in., will extend from the bolsters 
to the needle beams, and will also be placed between the 
needle beams, being fastened to the center sills with %&- 
in. bolts, all double nutted, White oak draft timbers, 6 
x 8 in., will be fastened to the center and end sills by 
‘-in. double nutted bolts. The draft timbers are to 
have packing blocks and a filling block 51g x 8in., of 
white oak. Theend sills and needle beams will be of 
white oak, the forme’S8 x 9'y in. in size, and the latter 
4x 9vin. The needle beams will be beveled on the 
ends and gained for all the sills and be spaced 5 ft. 1114 
in. centers. 

All posts: 
x 5 in, braces the 
corner posts 5 x 515 in. 


n! braces will be of white oak, the posts 214 
same, door 5 in. and 
The method of bracing can be 


posts 3°, x 


seen by the cuts. the braces will be of sucha length 
as to give the car body a 1-in. camber between bolsters, 
The side sills and plates will be bored each to its own 
template, which will be such as to give this camber. It 
is required that the car body shall retain its camber 
after the longitudinal truss rods are relieved of all tens 
sion. The vertical tie rods will be riveted over the 
nuts, while the frame will be further tied together with 
both vertical and horizontal rods,as shown. The side 
plates will be of yellow pine, 3!, x 7 in., while the end 
plates will be of white oak, 4 x 12'y in. The end and 
side plates will be framed together with double tenons 
144 in. thick, 1’, in. long and 2 in. wide, and fastened 
with two 25 x %g-in. wrought-iron corner’ bands, 
placed on the inside. White oak carlines, 15¢ x 8 in., 
and yellow pine ridge poles and purlines, the former 2 


x 5g inm., the latter 18f x 27 in. in size, will be used, 


The flooring will be either of yellow or Norway pine, 
1% in. thick and not less than 54% in. or more than 714 
in. wide, tongued aud grooved. The siding will be of 
white pine, % in. thick and not more than 4 in. wide. 
The cars will have Chicago corrugated galvanized steel 
roofs made of No. 24 B. W. G. steel, thoroughly gal- 
vanized and subject to inspection. The roof boards will 





equipped with Dunham car doors, having Q. & C. out- 
side door fasteners. Rabbeted Chicago grain doors will 
be used. The cars will have Janney couplers, National 
hollow brakebeams and Westinghouse air brakes. 
The iron work on the cars will receive one coat of 
heavy black turpentine asphaltum, while all tenons, 
mortises and tops of sills will 'be coated with Ferno- 





TABLE OF DIMENSIONS OF HEAVY LOCOMOTIVAS, 









































|Decapod sea 
Special Moun-| IT'welve-wheel| lccomotive, |Decapod, Bur-| Vecapod, New 
tain engine locomotive,| S'.Clair Tun-| | lington &| York, Lake 
Mexican| Northern; nel, Grand) Missouri) Erie & West- 
Central Ry.| Pacific Ry. Trunk Ry.of} River k.R.| ernR. R. 
Canada. 
Brooks. Schenectady. | Baldwin. | Rogers. Baidwin. 
Bituminous | Bituminous | anihracite, | Bituminous. | Anthracite 
coal or wood. coal. Fee ee ees Z : 
Py 4 150,009 180,000 150, 300 172,€00 
B. 24,200 INO seeuieiae; sapievainele ee eeeeesscovees. 23,000 
193,450 186,600 180,00) 150.300 195,000 . 
| %8ft. 2in. 26 ft. 4 in. 18 ft. din. 17 ft. 10 in. 27 ft. 3 ip. 
dr riving... Selaicnn iene visiolce me picnte loan ecto emeeae | 13 ft. Oin. 15 ft. 6 in, 18 ft. Sin. 17 ft. 10 in. 19 ft, 10 in. 
casi over all, engine........ SES C eae astcienes cc] SEs EMERG || cacciosesimisine acts 39 ft. 10% in. BATU GAMs. Vas canaacarees 
Healing surface, NOOK oc cauichnsasbaseecasesecsoeeeaset 218.0 sq. ft. "206.5 5 sq. ft. 193,0 sq. ft. 180 0 ¢q. ft. 234.3 sq ft. 
= CUS... 06.05. Suecisewnpinceaes eoose-| 2,083.0 sq. ft. | 2,721.6 sq. ft. | 2,21888q. ft. | 2,172.0 sq. ft. | 2,208 8 gq. ft. 
Water alae 
5, 

sy m MOET S.ccese's San DERIRREN COE capes ---| 2,803 eq. ft. 2,943.4 sq. ft. | 2,411.8 ¢q. ft. aa 08 q. ft. | 3 pog’ 1 sq ft. 
GPBLOBTOR < oc00000s008 Sieiicn ret maicsainee yates oa eh is ancciemias | 31.45 eq. ft. 35.0 sq. ft. 38.6 Ene. ft. 37.5 fq. ft. 5 sq. fi. 
Drivers, diam......... Rate ais aio siceiea eine veinct oe shiek eticm 49 in. 55 ip. | 50 ip. 0 ip. oO ip 
Cylinders, oe 21 in. 23 and 34 in. 22 in. 22 in. 16 and 27 in. 

agg a | PP _ m5 won * 28 in. 28 in. 28 in. 

. elpaire xtende Stang : mpiee 
Boiler, type wagon top. wagon top. Straigkt. Belpaire. Scraight. 
Working steam pressure ........ ...-.. 86 200 160 160 180 
Roiler, outside dism. barrel 78 in 72 in. 74 in. 68 in. 76 in. 
Firebox, Jength......5.6 Spekomewcurieaieaes 10 ft. 1 in. 10ft.0f;in. | 11ft.¢,, in. 11 ft. 0 in, 10 ft. 11,4 in. 

WRU... cc\siebeee vse’ 3 ft. 2% in. 3 ft. 61a. 3 ft. 4% in. 3ft.5in. 8 ft. 24% in. 

“id depth | ESE aR a ier ee ck eae cis vies winter 82 in. 77 in. 6444 in. 61% in. dineale awa cieivies 

a back 75 in, 73% in. 61 in. NM | Nesey Siete args a lotus 
WS MIOR, TIUMOCT, «cos cawnccoccucencaehescelsicecue aah 412 332 I 229 374 

f° OULSIRS GiAW......cciseeeses 2 in. 244 in. 2% in. 2% in. 2 in. 








be of Norway pine. The inside lining will be of Norway 
pine % in, thick and not over 6 in. wide, beginning 234 
in. above the floor and extending to the lower side of 
the belt rail. The lining at the ends of the car will ex- 
tend from the floor to the under side of the top plate. 
Iron body bolsters having a top piece 34x10 in. and 
a bottom piece 7 x10 in. will be used. Each of these will 
be fastened to the side sill with two %4-in. bolts at each 
mee and one 34-in. rod passing from the top plate through 
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New Box Cars for the Cleveland, Cincinnati, Chicago & St Louis Railway. 


the side sills and bolsters, The bolster will be fastened 
to the intermediate sills with one *4-in. bolt and to the 
ceater sills, draw timbers and center plates with two  - 
in. bolts. Each car will have four 1}¢-in. truss rods up- 
set to 1%< in. at the ends to receive nutsand turnbuckles. 
The turnbuckles will be of wrought iron and made by 
the Cleveland City Forge & Iron Co. The rods will rest 
on cast-iron saddles on the body bolsters. Malleable- 
iron center plates will be used, Thedraft springs will 
be the company’s standard class C, two-coil, the outer 
coil 6'g in. in diameter, made of 144-in. round steel, the 
inner coil 3!g in. in diameter made of 34-in. steel, -height 
free 8 in., capacity 22,000 lbs. The springs will be of 
the best steel and-subject to test. The cars will be 














line. The bodies of the cars are to be painted with 
three coats of Sherwin-Williams Co.’s standard freight 
car paint. The cars will be stenciled in accordance 
with the recommendations of the M C. B. Association, 

The cars will have trucks of the company’s standard 
for 60,000-lbs, capacity cars. This truck is of the rigid 
sepa diamond frame pattern, with # wheel base of 
5 ft. 2in., designed in 1895. The top arch bar is 1% in. 
thick by 4 in. wide, while the lower arch bar is 1 in. 
thick and of thesame width. 
The tie bar is %in. thick and 
4in. wide. All holes are 
drilled and the bolts used 
through the arch bars aud 
bolster columns have a 
single nut and a split key to 
fit tightly against the nut. 
The bolster is made of white 
oak, J2 in. wide by 10!¢ in. 
deep at the center and 1014 
in. wide by 914 in. deep for 
121g in. at either end. The 
bolster is trussed with two 
1%-in. rods. The spring 
plank is a 12-in. steel chan- 
nel, weighing 36 lbs. to the 
foot, and has a blocking 
piece of oak for the springs, 
while the springs have caps 
of pressed steel plate. The 
axlesare of steel, with jour- 
nals 44% x 8 in., and conform 
to the dimensions of the 
M.C. B. standard, excepting 
the C., C..C. & St. L. axle 
has a wheel seat 7% in. long 
instead of the M. C. B. 74 
in. The wheel seats are 
finished by having a second 
or smooth cut made. The 
wheels are of cast iron, 33 
in, in diameter. They are 
bored with not less than 
two cuts, the last not over 
7, in. in depth. The wheels 
are forced on the axles with 
a pressure of not less than 30 
nor more than 45 tons. The 
journal boxes are fitted 
with Morris pressed steel 
drop lids, while the journal 
bearings are furnished by 
the United States Bronze Co. 

We are indebted to Mr. 
Wm. Garstang, Superinten- 
dent of Motive Power of the 
Cleveland, Cincinnati, Chi- 
cago & St. Louis Railway, for drawings and informa- 
tion regarding these cars. 


A Larve, Multiple Boring Machine. 








The illustration shows a large, eight-spindle vertical 
car-boring machine, designed for use in railroad car 
construction or wherever several holes are desired to be 
bored simultaneously. By the automatic and simul- 
taneous action of the augers, the capacity of this ma- 
chine is increased about three times, and the boring is 
accurate enough to dispease with reversing apiece when 
the holes are to correspond on both sides. 

The machine is of heavy build, and consists of a stout 











Oct. 29, 1897. 


THE RAILROAD GAZETTE. 


761 








frame, supporting eight boring spindles and their car- 
tiages, and an automatically adjusting table. The bor- 
ing spindles are separately adjustable, either across the 
machine or vertically. The transverse adjustments are 
made by screw and hand-wheel, and the vertical adjust- 
ment is made by the movement of a counterbalanced 
lever. The transverse movement of the spindles is 14in., 
and the vertical motion is sufficient to bore through 14 
in. of material. Stop collars are fitted to each spindle for 


a 





Large Eight-Spindle Vertical Car Boring Machine. 


gaging the depth when boring by hand, and for hold- 
ing them securely to the required position when raising 
the material to the boring bits by meaus of the power 
elevating table. The spindle carriages are moved along 
the top of the frame independently by a hand-wheel and 
pinion, which worksin a rack that extends the whole 
length of the machine. The carriages bave clamps to 
hold them firmly in any position. 

The table is made heavy to support large timbers, and 
is raised and lowered on two square thread screws which 
are operated by friction device, having provision made 
for taking up the wear. This elevating device is con- 
trolled by compound treadles, a pair being at each end 
of the frame. Stops are provided for regulating the 
depth of bore, the lower one automatically stopping the 
movement of thetable. Four friction rolls are placed 
in the table to assist in the ready manipulation of the 
material, which is held in position by means of eccentric 
lever clamps. Thetable will take a timber 14 in. square. 
With the outside boring spindles at their extreme limit, 
t wo holes may be bored 10 ft. from center to center, and 
eight holes may be bored from 4}¢ in. to 17 in. apart. 
Any two spindles may be brought close enough together 
to bore 414 in. from center to center. Each spindle is 
driven by a separate belt from adrum countershaft at- 
tached to the base of the frame. The tight and loose 
pulleys are 18 in. x 8 in., and should make 525 revolu- 
tions a minute. 

The machine is made by J. A. Fay & Co., of Cincin- 
nati, O., and it can be furnished with more or less 
spindles than here described. 








The Black Diamond Body Bolster. 


The engravings show a body bolster patented by Mr. 
R. W. Oswald, of the Bloomsburg Car Manufacturing 
Co., and made by that company. Several of these have 
been shipped to the Lehigh Valley Railroad Co., at 
Bethlehem, to be put on cars for trial. The line engray- 
ing and the engraving from a photograph are self-ex- 
planatory. It will be observed that the bolster is very 
simple. It consists of four T-bars riveted together, as 
shown in the engravings, and held in position by steel 





Junction, Mich., a freight train broke in two and the 
rear portion afterward ran into the forward one, doing 
considerable damage. Theconductor and one brakeman 
were injured. 

4th, 11 p. m., on Chicago & Eastern Illinois, at Well- 
ington, Ill.,a freight train broke in twoand the rear 
portion afterward ran into the forward one, badly dam- 
aging 10cars. The conductor was killed and a tramp 
was badly injured. 

7th, on Fremont, Elkhorn & Missouri Valley, at Buf- 
falo Gap, S. D., a train of empty passenger cars ran 
into the rear of a preceding freight, wrecking the ca- 
hn and two cars. A passenger in the caboose was 

llled, 

15th, la. m., on Baltimore & Ohio, near Seneca, O., 
the rear portion of a freight train, which had broken 
away from the front portion, was run into by a follow- 
ing freight train and 14 cars were damaged. The engine- 
man was injured. 

15th, on Philadelphia & Erie, at Kane, Pa.,a freight 
train broke in two and the rear portion afterward ran 
into the forward one. The conductor was injured. 

15th, on New York, Chicago & St. Louis, at Wesley- 
ville, Pa., afreight train descending a grade broke in 
two and the rear portion afterward ran into the forward 
one. wrecking 7 cars. A tramp was killed. 

17th, on Lake Shore & Michigan Southein, at Delta, 
O., a freight train descending a grade broke in two 
and the rear portion afterward ran into the forward 
one, and 3 cars were ditched. A brakeman was injured. 

18th, on Baltimore & Ohio, at Helper Switch, O., a 
freight train ran into the rear of a preceding freight, 
badly damaging the engine and 18 cars. One engine- 
man was killed and a tramp was injured. The fore- 
most train had broken apart, and the flagman had 
not properly protected the rear, and the second train 
was running too fast. 

19th, 3a. m., on Pittsburgh, Cincinnati, Chicago & 
St. Louis, near Southport, Ind , a freight train descend- 
ing a grade broke in two and the rear portion afterward 
ran into the forward one, wrecking 1l2cars. A brake- 
man was killed. ’ 

2ith, on Erie road, at Port Jervis, N. Y., a passenger 
train ran into the rear of a preceding freight, wreck- 
ing the engine and several cars of coal. The engineman 
was injured. The passenger engineman applied the 
brakes at the usual place on approaching the station, 
but they did not hold. 

25th, on Wisconsin Central, near Chicago, Iil., a pas- 
senger train ran through a misplaced switch and into 
the rear of a freight train; 2 trainmen injured. 








BUTTING, 

2d, 9 p. m., on St. Louis & San Francisco, near Joplin, 
Mo., butting collison between a passenger train and an 
empty engine, doing slight damage. Theempty engine, 
having been reversed and deserted. ran back at bigh 
speed about two miles to the foot of a grade, where it 
stopped for lack of steam. 

8th, 7:35 p. m., on Atchison, ‘'opeka & Santa Fe, near 
Emporia, Kan., butting collision between westbound 
California express train No. 1 and eastbound fast mail 
train No. 118; train No.1 running at full speed aud 
train No. 118 nearly stooped. The westbound train was 
drawn by two locomotives and consisted of 12 cars. The 
eastbound train was drawn by a light locomotive and 
consisted of three cars. The boiler of the locomotive on 
this train expioded. The wreck took tire from coals in 
the locomotive fireboxes, but not for some time after 
the collision and after all injured people had been extri- 
cated from the wreck. ‘T'wo passenger cars, two postal 
cars and two baggage cars were consumed in the fire, 
No passengers were killed or seriously hurt. Ten pas- 
sengers were slightly injured. Eleven trainmen and 
two tramps were killed and five trainmen and one tramp 
injured. The westbound train ran past a train-order 
signal set against it at Lang. 

10th, 12:15 a. m., on Rio Grande Junction, near New- 
castle, Col., a westbound passenger train of the Denver 
& Rio Grande collided with an eastbound cattle train of 
the Colorado Midland, and the forward portions of both 
trains were wrecked. The wreckage took fire after the 
collision, probably caused by broken pipe connections 
permitting escape of gas used for lighting the cars, 
which ignited in some manner, and the woodwork of the 
engines and six passenger train cars was destroyed. 
Thirteen passengers, 4 enginemen and the postal clerk 
were killed and 16 persons were injured. Some of the 
bodies of the killed passengers were burned in the fire. 
A coroner’s jury found the conductor and engineman of 
the freight train responsible for the accident, they hav- 
ing disregarded a telegraphic order. 

16th, 3a. m., on Wabash road, at Keytesville, Mo., 
butting collision between a passenger train and freight, 
badiy damaging both engines, 1 mail car and 2 freight 


cars. It is said that the freight disregarded a meeting 
order. A postal clerk and one fireman were killed and 


2 postal clerks, 2 pasengers and 2 tramps were injured. 
16th, 4 a, m., on Central Vermont, at Essex Junction, 
Vt., butting collision of passenger trains, damaging 
both engines and one baggage car. Two trainmen were 
injured. 
17th, 4 a.m.,on Wisconsin Central, near Chippewa 














Black Diamond, 


28th, 3a.m.,on Chicago & Northwestern, at. Beverly, 
Ta., a freight train taking water was run into at the rear 
by a following freight and 6 loaded cars were ditched. 
Two trainmen were injured: 

28th, on Western New York & Pennsylvania, at Hins- 
dale, N. Y., a freight train ran into the rear of a preced- 
ing freight, damaging 3 carsin the foremost train and 
6 in the other. A tramp stealing a ride on the first train 
was fatally injured. There was adense fog at the time 
of the collision, and the flagman ofthe foremost train 
did not go back farenough. 

29th, 11 a. m., on New York, New Haven & Hartford, at 
New. Haven,Conn., an eastbound passenger train entering 
the station at uucontrollable speed ran beyond the 
usual stopping place and collided with an engine stand- 
ing on the main track, wrecking its tender. ‘Ihe engine 
of the passenger train was partially overturned and the 
engineman was killed. An attempt was made to apply 
the air-brakes at the usual place before reaching the 
station, but they did not act, on account of the air-pump 
being shut off and the reservoirs empty. In consequence 
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Black Diamond Body Bolster. 


castings. The bolster shown in the line engraving was 
especiaily made to fit the Lehigh Valley Railroad cast- 
ings. 








Train Accidents in the United States in September. 


COLLISIONS, 
REAR. 

2d, on Baltimore & Ohio, at Cairo, W. Va., a freight 
train ran into the rear of a preceding freight which was 
standing at the station with its rearcaron a bridge, 
The bridge was broken down and the engine and six cars 
fell into the stream below. The engineman and two 
tramps were injured, one of the tramps fatally. 

3d, on Lake Shore & Michigan Southern, at Lenawee 





of a leak in the boiler the engineman had had difficulty 
in keeping up steam and seems to have stopped the air- 
pump for the purpose of saving steam. He lost consider 
able time. The pump was found working and in good 
condition after the collision. The last stop before New 
Haven was Bridgeport. Lhe air pressure at that time 
evidently was not so high as it should have been, but the 
fireman can give little definite information about it 
and the stop seems to have been made without difficulty. 
The fireman stated that the noise of the leaking steam 
in the smokehox was so loud that the stopping of the 
air pump could easily take place without being noticed. 
When the signal for band-brakes was given three con- 
— valves were opened, but no air escaped from 
them. 

And 26 others on 19 roads, involving 1 passenger train 
and 36 freight and other trains. 


Body Bolster, 


Falls, Wis., butting collision of freight trains running 
at full speed, making a bad wreck. Both enginemen. | 
fireman, 1 brakeman and a tramp were killed, and 2 
brakemen were injured. 

19th, on Wabash road, near St. Louis, Mo., butting 
collision between a passenger train of the Wabash road 
and one of the St. Louis, Kansas City & Colorado. The 
Wabash ergine was overturned. One conductor and 4 
passengers were injured. 

20th, 9p. m., on Union Pacific, near Muncie, Kan., 
butting collision between a westbound passenger train 
and an eastbound Union Pacific cattle train, wrecking 
both engines, 1 baggage car and several cars of stock, 
Two enginemen and 2 postal clerks were injured. It is 
— that the passenger train disregarded a meeting 
order. 

2ist, on Georgia & Alabama, near Helena, Ga., butt- 
ing collision of freight trains; one engineman and one 
fireman killed and one conductor injured. 

28th, on Chicago, Buriington & Quincy, at Leon, Ia, 
butting collision between a passenger train and a stock 
train, badly damaging both engines and several loaded 
freight cars. One enginemau was injured. It is said that 
the collision was due to misreading a telegraphic order. 

And 7 others on 7 roads, involving 6 passenger and 8 
freight and other trains. 


CROSSING AND MISCELLANEOUS, 


3d, on Long Island Road, at Floral Park, N. Y., col- 
lision between a passenger train and a freight, badly 
damaging both engines. Three passengers were slightly 
injured. The freight ran past a distant and a home 
signal which were set against it. 

3d, on Chicago & Northwestern, at West Side, Ia.,a 
train on a side track was left standing foul of the main 
track and was struck by a freight train, the freight 
train drawn by two engines. Both of these engines and 
several cars were badly damaged and the caboose was 
wrecked. ‘Iwo enginemen were injured. 

4th, on Cincinnati, Hamilton & Dayton, at Chillicothe, 
O., a passenger train ran over a misplaced switch and 
into a freight train standing on the side track, damaging 
several cars. The engineman and fireman jumped off 
and were injured. The conductor was injured by being 
thrown against a seat, The baggageman was killed. 
On feeling the train enter the side track he went to look 
out and his head was crushed by the closiug of the door. 

10th, on Philadelphia, Wilmington & Baltimore, at 
Wawa, Pa., a passenger car being switched from one 
train to another was allowed to bump violently against 
another car and 4 passengers were injured, mostly by 
broken glass. 

12th, on Pennsylvania road, at Downingtown, Pa., an 
empty passenger train, switching on the main track, 
was run into by a freight train, and one car was badly 
damaged; one engineinan injured. 

15th, 7 a. m.,on New York Central & Hudson River, at 
Newark, N. Y., the front portion of a freight train on 
track No. 3 was backed through a misplaced switch so 
as to fuul track No. 2immediately in frontof a fast wes:- 
bound passenger train, makiug avery badcollision, The 
passenger engine was overturned and fell partially acro.s 
track No. !, Coals from the firebox were scattered alor g 
the track, and three freight cars and three sleeping cars 
were burned up. Lhe engineman and fireman were in- 
jured, the latter being seriously burned; but although 
the train was running at high speed no other person w: 8 
seriously hurt. There was a dense fog at the time, and 





762 


THE RAILROAD GAZETTE, 





Vou. XXIX.. No. 44. 








the brakeman who set the switch for the crossover 
thought he was setting one leading to a side track. 

15th, on New York Central & Hudson River, at Sche- 
nectady, N. Y., collision between a passenger train of 
the New York Central and a switching engine of the 
Delaware & Hudson, badly damaging the engines. One 
fireman was killed. 

17th, at Birmingham, Ala.,’collision of freight trains 
at the crossing of the Southern and the Alabama Great 
Southern railroads; 2 employees injured. 

19th, 1 a. m., on Erie & Pittsburgh, at Newcastle, Pa., 
a freight train ran into some freight cars which were 
being switched on the main track, and the engine and 20 
cars were badly damaged. The fireman was killed and 
the engineman and one brakeman were injured. 

19th, on Chicago & Northwestern, at Milwaukee, 
Wis., a switching engine which fouled the main track 
was run into by a passenger train, and both engines 
were badly damaged. The engineman of the switching 
engine was injured. 

19th, 11 p. m., at Hudson, O., a locomotive of the 
Cleveland & Pittsburgh ran into a passenger train of 
the Cleveland, Akron & Columbus and overturned the 
rear car. Two passengers were injured. 

23d, 4 a. m., on Staten Island Rapid Transit road, near 
Clifton, S. 1., N. Y.,an engine and 5 empty passenger 
cars being switched in the yards became uncontrollable 
and ran some distance unattended on the main track; 
near South Beach the train ran into some standing pas- 
senger cars, and several cars were wrecked. The engine- 
man was injured. : 

30th, on Chicago & Northwestern, at Janesvile, Wis., 
a freight train ran into aswitching freight, badly dam- 
— engines and several cars. The fireman was 
injured. 

And 6 otters cn 6 roads, involving 4 passenger and 5 
freight and other trains. 


DERAILMENTS. 
DEFECTS OF ROADWAY. 


2d, on Delaware, Lackawanna & Western, at Blodgett 
Mills, N. Y., passenger train No.4, running at full speed, 
was derailed and the parlor car was overturned. One 
other car was derailed. One passenger was killed and 11 

assengers and the Superintendent of the road were in- 
jured. It is said that the track was undergoing repairs 
at this point and that a rail broke under the train in 
consequence of insufticient support. 

3d, 9p. m., on St. Louis & San Francisco, at Valley 
Park, Mo., a passenger train was derailed and the first 4 
cars were ditched. Three tramps were injured. It is 
said that the derailment was due to a defective switch. 

4th, on San Francisco & North Pacific, near Duncan’s 
Mills, Cal., a mixed train broke through a bridge and 
several freight cars fell to the river below. The engine 
and passenger cars were not derailed. The fireman was 
injured. 

5th, on Pittsburgh & Western, near Ravenna, O., a 
freight train was Cerailed by a broken frog and several 
cars were wrecked. A brakeman was killed and several 
tramps were injured, one of them fatally. 

23d, on New Orleans & Northwestern, near Oak 
Ridge, La., a freight train broke through a trestle 
which had been weakened by fire, and the engine and 
2. cars were wrecked, the combustible portion of the 
wreck being burned up. The engineman was slightly 
injured. 

And 3 others on 3 roads, involving 1 passenger train 
and 2 freight trains. 


DEFECTS OF EQUIPMENT, 


5th, on Maine Central, near Etna. Me., an excursion 
train was derailed by the breaking of a flange and one 
passenger car was overturned, One passenger was killed 
and 32 were injured. It is said that most of the injuries 
occurred in the overturned car, the passengers bein 
thrown to one end in a heap and many being trampled 
upon. 

12th, on St. Louis, Iron Mountain & Southern, at Han- 
son, I. T., a freight train wasderailed by the breaking of 
a truck, and 15 cars were ditched. In a car of machinery 
which was wrecked, the dead bodies of 7 tramps were 
found; and 6 other tramps were injured. 

16th, on Central of Georgia, at Davisboro, Ga., a freight 
train was derailed by a car breaking down, and several 
cars were ditched. A brakeman was injured. 

19th, 5a. m., on Georgia Railroad, at Norwood, Ga., a 
freight train was derailed by a breaking of a car, and a 
brakeman was injured. 


27th, on Northern Central, near Georgetown, Pa., the 
locomotive of a passenger train was wrecked by the ex- 
plosion of its boiler, and most of the cars in the train 
were derailed. The engine had just come out of the 
shops. The engineman was killed and the fireman badly 
injured. A watchman’s cabin was wrecked and the 
watchman injured. 

And 13 others on 13 roads, involving 18 freight trains. 


NEGLIGENCE IN OPERATING, 


7th, on Baltimore & Ohio, at Cherry Run, W. Va., a 
car in a freight train was crushed by the pressure of the 
cars behind it on the sudden application of the air- 
brakes, and three cars were derailed. 

15th, 9 p. m., on Lake Shore & Michigan Southern, at 
Ashtabula, O., eastbound passenger train No. 6 was de- 
railed at a derailing switch, and the engine and 3 cars 
fell against some coal cars standing on a side track. 
The engineman and firemen were slightly was injured. 

And 9 others on 9 roads, involving 3 passenger and 8 
freight and other trains. 


UNFORESEEN OBSTRUCTIONS. 


5th, 11 p.m.,on Wabash road, near Foristell, Mo., 
passenger train No. 5 was derailed by running over a 
bull, and the first four cars were ditched. The engine 
felldown.a bank. The engineman and one tramp were 
killed and the fireman was badly injured. 

8th, 2a.m.,on Texas & Pacific, near Plateau, Tex., a 
freight train was derailed by running over a cow, and 
the engine and 6 cars were ditched. The engineman and 
fireman were killed and another trainman was injured. 

lith, 1 a.m., on Texas & Pacific, near Wild Horse, 
Tex., a freight train was derailed by running over some 
cattle on the track and the engine was overturned. 
Seven freight cars were wrecked. The engineman was 
worm and 2 other trainmen were injured, one of them 
atally. 

27th, La. m.,on Oregon Railroad & Navigation Com- 
pany’s Railroad, near John Day’s, Or., a freight train 
was derailed by running into a sand drift ont the en- 
ine and 2 cars were overturned. The engineman was 
killed and the fireman injured. 


28th, on New Eiglaud road, near Willimantic, Conn., 
A passeoger train was derailed by striking a horse and 
wizon wirch bad cot stuck tua bridg:and the engine, 
ju-t affer leaving the briage, was overturned: enZzine- 


man avd fireman sligh ly injured. 
Aud 5 other- on 5 roads, invoilviug 1 passenger train 
and 4 freigut trains, 
eo - 


UNEXPLAINED. 


4th, on Wisconsin Central, at Palatine, Ill., a freight 
train was derailed and 6 cars fell down a bank. Two 
employees were injured. 

9th, on Lake Erie & Western, near Albany, Ind., a 
freight train was derailed on a trestle and8 loaded cars 
were wrecked. Two tramps riding on one of the cars 
were killed. 

23d, on Baltimore & Ohio, near Layton, Pa., a freight 
train was derailed and several cars were wrecked. A 
man riding in one of the cars was killed. 

27th, on Lehigh Valley, at Glendon, Pa., a car in a 
treight train was derailed on a trestle and the conductor 
fell to the street below and was badly injured. 

And 19 others on 15 roads, involving 4 passenger and 
16 freight and other trains. 

A summary will be found on another page. 





New Compressed Air Mining Locomotive. 


Among locomotive builders to enter the field of pneu- 
matics is the Dickson Manufacturing Co., which has 
lately completed an air motor for the D. & H. Canal Co. 
This motor, shown herewith, is nowin service at the Wil- 
son Creek colliery of that company, where it has been 
giving very satisfactory results. It is not claimed by the 
company that air as a power for locomotives is cheaper 
than steam, but a motor can often be used where a steam 
locomotive cannot, as is also the case of steam storage 
motors, discussed last week. There isno steam boiler 
with its firebox to maintain and no ashes to handle. 
Again the absence of ashes from the machinery mate- 
rially reduces the cost of its maintenance. It may be said 
that if there is no boiler on the motor there must be at 
the compressor; while this isa fact the whole expense 
of the boiler attendance and building is nota direct 
charge on the motor, where the plant is used for other 
purposes. At the mine where this motor isin service no in- 
crease whatever in boiler attendance has been required. 

The motor from 


This motor isnow pulling trains of 30 cars, whose total 
weight in load and cars is 5,856 lbs. each, from the end 
of the slope to the delivery point, a train distance of 
4,100 feet, and in addition makes a switching distance 
of 800 ft. for each trip. The time consumed for each 
round trip is, on an average, 16 minutes. 

It is too early yet to fix the exact cost per ton per mile, 
but from the data obtained, allowing all charges, it is 
now costing at Wilson Creek less than 14 cents per ton 
per mile for haulage, and asthe operator in charge of the 
motor becomes 'experienced and economical in the use 
of the air, that expense can undoubtedly be reduced. 








Ten-Wheel Freight Engine Chicago & North Western 
Railway. 





The engraving from a photograph shows a 10-wheel 
freight engine recently built by the Schenectady Loco- 
motive Works for the Chicago & Northwestern Railway. 
The dimensions and other particulars are given in the 
table. Cast steel enters largely into this engine, the 
following parts being made of that material: Driving 
wheel centers, foot plate, frame fillings, expansion knees, 
guide yoke knees, driving-box saddles, expansion pads 
and links and rock-shafts. The following are made of 
pressed steel: Boiler front and boiler dome connection 
to the boiler, dome ring, dome cap, cylinder head casings 
and dome casing. 

These engines are designed for freight service on the 
Galena and Iowa divisions between: Chicago and Coun- 
cil Bluffs, mostly on the heavy grades in Iowa. They 
are somewhat different in design from the 10-wheel 
engines now in use on this road No malleable iron 
has been used in their construction. 

TEN-WHEEL FREIGHT ENGINE—CHICAGO & NORTHWESTERN. 
Description. 








the frame down is 
practically the 
same as a steam 
locomotive, and of 
the 6-wheel con- 
nected type. It 
has cylinders 9 in. 
x 14 in., driving 
wheels 26 in. di- 
ameter, and a 
wheelbase of 7 ft., 
with a gage of 30 
in. The two main 
storage tanks or 
reservoirs placed 
on the frame are 
steel tanks 30 in. 
diameter, one of which is 18!4 and the other 15}¢ ft. in 
length. The tanks are designed to carry a pressure of 
600 Ibs., but these can carry with safety a pressure of 
800 lbs. The tanks rest on saddles front and back, which 
are secured to the frames and bind them and the tanks 
firmly together. 

In motors of this description it has usually been the 
habit to place the operator at the opposite end of the motor 
from the cylinder, but in this one the operator is placed 
at the cylinder end of the motor. This position does away 
with the use of long connecting pipes and levers, with 
the liability to disarrangement, and all connections be- 
tween the storage tank and cylinders are direct and short. 
Another advantage of this arrangement is that the oper- 
ator is close to the cylinders and the main working parts 
of the motor, and can keep these under closer observa- 
tion than from the opposite end. 

In the operation of the motor the air is supplied from a 
three-stage Norwalk compressor and delivered to a pipe 
line extending to the charging stations for the com- 
pressor, one of which is at the mouth of the mine and 
the other at a point 4,100 ft. from the outside station. The 
pipe line answers the double purpose of carrying the air 
to the motor and of providing a storage reservoir. Its 
capacity is seven times the storage capacity of the tanks 
on the motor, and carries a pressure of 700 lbs. It will 
thus be seen that the motor with a tank pressure of 600 
lbs. and 160 cu. ft. capacity can be quickly charged to 
‘ull pressure without the aid of the compressor, the 
actual time required being but 1 minute %5 seconds. 

From the supply pipe to the motor storage, connec 
tions are made with pipe fitted with Moran joints that 
allow considerable range in the location of the motor 
when charging. ‘The filling pipe is supplied with a 
check valve that holds the air in the tank and avoids 
the use of cocks. In charging, the air flows into both 
tanks through an equalizing pipe that is supplied with 
twe shut-off valves which enables each tank to be ‘nde- 
pendent of the other. 

In working, the air is passed through a regulating 
valve to an auxiliary tank placed below the two main 
tanks, on which the pressure is kept at 125 lbs. at which 
pressure the air is admitted to the cylinders by means of 
the throttle, beyond which point the power is controlled 
as in the steam locomotive. Refrigeration has always 
been a source of trouble in air motors where the termi- 
nal pressure has been high. In this motor the power 
was designed to haul 30cars and allow a low terminal 
pressure at time of release. Special arrangement of the 
exhaus passages was made to prevent refrigeration. and 
that it has been efficient is proven by the fact that the 
motor bas without trouble pulled a traia of 50 cars, thus 
creating a ‘ermiual pressure very much higher than was 
designed to be vvercowe, 





Compressed Air Mining Motor—Dickson Manufacturing Company, Scranton, Pa. 


Simple or compound........ il ee hi sce i ea ate ee Simple 
Kind of fuel........ Siceierieonas ARERR baer esas Bituminous coal 
WV GISUE OD DEIVOEB sccciscssescisccccc: sosineienes ree 118,000 Ibs, 
Sn ee AA UE oc oa sin.e scien cunscinsiecmenemsie on 38,000 Ibs. 
< DIGI hic oon casicsiec Secciciwaiecneeceessae i ate montaere 156,000 Ibs. 
“tender loaded........ i tiweeiadedicts: wee Soe ik 93,500) Ibs. 
General Dimensions. 
Wheel base, total of engine......... ......... Seewewur 25 ft. lO in. 
ie See exieaaecsal eeueiseen 14 ft. 10 in. 
“«  “ total (engine and tende!) .............. 51 fi, 844 in. 

Leneth Over ON, CHINO) «0. cescses <> Sossescassinnss 38 ft. 43¢ in. 

ie « « total, engine and tender........... 60 ft. 43g in. 

Height, center of boiler above rails..................... 8 ft. 5 in, 

’ of stack, * Sines wcaulosesnions 14 ft. in. 
Heating surface, firebox..... peanden ehiasienesnes sees 152.6 sq. ft. 
65 ee a Danawicuinr sane seceeauae 2,158.3 sq. ft. 
ad | Eee spine ces Coss acsecavente 2,310.9 sq. ft. 
GYMUG BEOG yc562 o.csccessssvacsa cee sanasesareuen beverasice ae 28.65 eq. ft. 
Wheels and Journals. 

Drivers, number............ sidlusalsin sinisiecaieeisinisiaeuls satieelaaindepes 020-6 
tied MOR cy ne pollo sciige cen nossieaceacneacios -... 63 in, 
material Of CONtErs.....0.0 cscoes seve cevcccce Cast steel 

Truck wheels, diameter... ....c.ccseee csscesse sosccees ae i 


in. 
. 84 in. dia. X 1144 in. 


Journals, driving axle, size.. 
k cial a ...-6 in. dia. X 10 in, 









ruc ; 
MERI CLORE BID, GIRO. oc csivsccciccesss 6seccccced 5% in. dia. X Gin. 
Cylinders 

CRORE A UMINOLER soi csicscs cesses) <ciccoecenasstessieessae 19in. 
Piston strokKe......cccccccccee Raritan eaten ese orancecudatous 26 in, 
“rod, diameter...... Maaivaieleinan eoisaileldes oacweainetntes 34 in. 
Kind of bag =o MO IN oo a 5555.5. ccceiscciccsns Crysler metallic 
Main rod, length center to center............... .... 10 ft. 6% in, 
Steam ports, length...... Seboneusawcs - sas gemesde aceeneaeee 16 in. 
Se) MEINE Scns a aicaiensiodess kaaines- 60: ceenccesen 15g in. 

ECR Ga Ns io s5 6.0 ais uisinco 6:616)6'o-0:5'0:4/ainininie: esis aides 16 in. 
sd “width. eaincicin, ip hlanawale sisiuine Aenea 3 in 

Bridge, width............ peace uMummanel sae tecuan sever eavieeen 13g in. 

Vaives. 

WOIVG8; BINGOR oss wdcesicascccces paenccanane costes Allen-A merican 

63 greatest travel. ale rein Rie aisral wialgic= cece erouete eects 546 in. 

hc GUO DD so acacdasecssccescisss cantina: eeacacaunnecet % iv. 

“ inside lap or clearance.................+008 Line and line 


“Lead in full gear...., y,in. blind full gear for- 
ward; in. blind full gear back motion 
with about ¥, lead at 6-in. cut off forward motion 





** lead, constant or variable................seeeees Variable 
Boiler. 

POT ERO ise cs ccccgeigcwasscccleesssoon Extended wagon top 

= working steam pressure, ............eececcecscees 8. 

** material in barrel.... ........ Sceee manos Carbon steel 

“« thickness of material in barrel...........5g in. and }4 in. 

“« — diameter of barrel, inside.......... psiiaameabinsenente 33 in. 


Seams, kind of horizontal....Butt joint, sextuple riveted, 
with welt strip »nside and outside 













Seams, kind of circumferential.... .. .......... Double riveted 
Thickness of tube sheets........ $ in. 
= “ crownsheet........ 3g i 
Crownsheet stayed with............ Radial stays 1 in. diameter 
PONG MINE s pking caceinsecidsnescs.cestacccavicsenccckpageeder 30 in. 
Firebox. 
Firebox, length .. 8 ft. 6% in 
sad width..... t. 45 ip 
- depth fron . 7934 ip 
b OY MMIC Sans <atuicwasicsianeks. catecrcartceneens 67% in 
= material......... arbon steel 
= thickress ef sheets.. - 18. \& in, 
4 DVICRMINNE 252 aaaes-sescne. wearnes Yes 


a Water space width; front, 44% in. to in, under tub 8: 
sives 4 in ; back, din. 
Grate, kind Of.........sssecesecseseeee- ROCking RK. R. Co.'s style 
Tubes. 


TOROS WUBOEE vaccvasccccrscccs 
6 MNS 6LIBl..copeccees 


wees CDarcoal iron 
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a uniform rate of 5 cents from Pemberton to Nan- 
tasket and 5 cents from Nantasket to East Wey- 
mouth, a total of 10 cents from Pemberton to East 
Weymouth. Under these new conditions, the traffic has 
increased enormously on this line; the summer of 1895, 
the first of electrical operation, showing an increase of 
92.8 per cent. over the previous summer in the number 
of passengers carried; the summer of 1896 showing 45.1 
per cent. increase over 1895, while, in the summer just 
passed, we have carried nearly three times as many pas- 
sengers as in the last year of steam operation. 

The operation of the line from New Britain to Hart- 
ford was commenced in May last, with a regular half- 
hour train schedule from 6:00 in the morning to 11:30 at 
night, and witha uniform fare of 10cents each way, 
instead of 23 cents, the former charge. Jhe electric line 
carries through passengers only between Hartford and 
New Britain, the passengers for the five way stations 
being carried by the regular steam trains running on a 
parallel track. For ordinary everyday service, a single 
open motor car was used during the past summer, while 
for extra loads light double-truck trail cars, seating 70 
people, were attached. On rainy days a standard close 
paw coach was hauled by the open motor car. On 

olidays and Sundays the cars pulled two trailers, the 
entire train seating nearly 250 passengers, About the 
middle of August steam service on the Berlin-New 
Britain Branch was discontinued, and traffic has since 
been handled entirely by electricity. Sixteen trains 
each way per day are run, connecting with steam trains, 

Under the conditions named on the Hartford-New 
Britain line we have carried, during the three summer 
months, 400 per cent. more passengers than we carried 
through the corresponding months of last year. 

Speed, Acceleration and Schedules.—I do not suppose 
that any but a trained railroad man can understand the 
impossibility of operating trains and maintaining sched- 
ules by steam locomotives in the way that has been 
done by electricity at Nantasket Beach this summer. 
There are a great many curves on the line and several 
grades. There are no excessively sharp curvatures or 
steep grades, and itis not here that the trouble has 
come. The difficulty is found in the fact that there are 
no less than 17 stations on a lineonly 10.6 milesin length, 
or an average distance between stations of but about 


passengers of the smoke and gases from engines. This 
has naturally thrown a great deal of traffic to competing 
street railroad lines runnine open cars in summer on 
account of the much greater pleasure in riding. 

With electric operation, open cars in heavy railroad 
practice are possible, even at considerable speed, parti- 
cularly if the front of the car is closed in with glass, and 
both at Nantasket Beach and on the Hartford-New 
Berlin line we have used heavy open cars with great 
success. 

The motor car which we have so far used we do not 
consider by any means the final type, and even now we 
have in mind plans of combination cars which we be- 
lieve will be, on the whole, well adapted for railroad 
work. Each car has two heavy railroad trucks, one of 
which is equipped with two 125 H. P. motors. The total 
weight of the motor car is 32 tons, and the trailer car of 
the same type weighs 25 tons. The motors which we 
have used up to date have been of a type common in 
heavy elevated railway work. These motors have often 
been in service for several consecutive days, making 324 
miles each day, without apparent injury. We found the 
motors we are using already in the market when we 
commenced our experiments, and until recently no at- 
tempt has been made by us to specify changes. Under 
these circumstances, great credit is due the manu- 
facturers for their efforts to meet the difficulties en- 
countered. The experience gained with these motors 
has served as a basis for building larger and heavier 
types, better adapted for the severe work which they will 
be called upon to fulfill to meet our requirements. An 
important — which we shall specify in new motors is 
that they shall have the most perfect ventilation possible. 
The efforts of manufacturers have been hitherto directed 
toward completely encasing the motors, so as to make 
them waterproof, but in doing this ventilation has been 
sacrificed. We have found it beneficial to blow out our 
motors several times during the day by means of a blast 
of air from a hose pipe connected to our air brake re- 
servoir, but this is, at best, but a makeshift. 

It is very difficult to dispose of all the necessary 
cables, wires, brake rods and chains, air brake cylinders 
and apparatus, switches and other car controlling 
mechanism in the limited space beneath the car floor, as 
may be readily imagined by those familiar with street 





Ocr, 29, 1897. 
Tubes, {outside diameter......... epaedareddestdecend aadauedas .2 in 
“* length over sheets.............seeeeee sececesseesl4 ft, 2 in 
Smokebozx. 
Smokebox, diameter............0..cceceveceeceeeceees --.- 673% in, 
= MUNINEEN ca pedvasccsacvagdaidccvcsscccetuscanered -7144 in. 
Other Parts. 

Exhaust nozzle, single or double................+++6 ..... single 
5 = ariable or permanent. . ......... Permanent 
“ “«  diameter................4%in., 5in. and 54 in. 

big “« — distance of tip above or below center of 
WORE os scctsccccccceccsce waeeava au sia: wertard ais aiaceie eae oe ea 
Netting, wire plate..........cc00 +--+ cecceeree erforated plate 
‘“* size of mesh or perforation.............-. 142 in. X 1% in. 
Stack, straight or taper...........+ mehetoataaue Taper cast iron 
“© least diameter..... pan dadasénceseriaadaadéae weees, «acaneelte 
e eatest diameter..... Menaenecticese edaagndeceaacd’ 16% in. 
bs eight, above smokebox........ . dese cg asada -3 ft. 644 in. 

Tender. 
Type—6-wheel or with swivel trucks........... aewecedaes Swivel 
Tank capacity for water...... .. 2... csseeeeeeeees -...-4,560 gals. 
CORN CAMOIET oo 666 <saccce: vcssce sevostenscsacecses 8 (2,000 lb.) tons 
Kind of material in tank...... ........ dditcconedaas Central steel 
Thickness of tank sheets.......... ..ssceceeecees 4 in. and 3-in. 
Type of under-frame, wood or iron......... 10-in. steel channels 
Type oftruck............ AER EET POE PE, OLE E 4-wheel 
Truck with swinging motion or rigid bolster... ......... Rigid 
Type of truck spring...........csscccccccccecccecs Double elliptic 
Diameter of truck wheels ........... gviad avccseccaudasserss in. 
Diameter and length of axle journals 4% in. X 8in. 
Distance between centers of journals .-75 in. 
Diameter of wheel fit on axle... 536 in. 
Diameter of center of axle............cccceeccccreeccseees . 434 in. 
Type of truck bolster...... Channel iron 
Type of truck‘t ransom.... ............ Channel iron 
Length of tender frame over bumpers ....... 20 ft. 3% in. 
Length of tank............ ..... Rip ediden Causdeea didaawenaaae 19 ft. 
WHET OR GHHES 65 ols 635050) coisa uadaie sedienesessesicncncudsten 9 ft. 2 in. 
Height of tank, not including collar................+ ..4ft. 8 in. 
Height of tank over Collar............ ceceeeeevee ceeeee 5 tt. 8 in. 
Type of back drawhead............ Sie sieiars eae-e ete Chicago coupler 
With or without water scoop ........ .....ccececceeeecs Without 
Makers of Special Equipment. 
Wheel centers.........cccccccsseves -American Steel Casting Co. 
Tires..... CORN Wee Coaduaes chwccaseuc antusasdabeaesasedes Midvale 
PN Gia seis codeine sin readcaceevedeedeec aivecdiduadderered ss. L. W 
Sight-feed lubricators............ +ese.s-Nathan latest improved 
Bell ringer.......... eaataees pisesavenasessteda asuckavaces Gollmar 
nie ry 
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Ten-Wheel Freight Engine—Chicago & Northwestern Railway. 


front and back couplers 
> afety valve... 
Sanding devices. we sccees 
Injector ..............N.&C 
Driver brake equipment .... 
Tender brake equipment... 






TORGGE DEGNG POGUE .6. oo cc cccccsctccesccceesscscesacces Kewanee 
Tender brake shoe........ bed ccctaueles viieucesnteed -Ross-Meehan 
PUR a voccddiesa ces vrcctecdacsecsenense Westinghouse, 944 in’ 
Ail PUMP MOVEPNOL....... ..ccrscccccecscccesccccces Westinghouse 
CB a6 Caccrsinstcsinecidunerssedededsaudddadeuades Ashcroft 
MOG ING CRUDE SUEINGR. « «ooo. 5, 2 seco cess ovsecncteciceussses Ss. L, 
PREPOONRUOLINMN ccc ccscsccassavees cc ccang odsedsceecaae be 
NE EN cinccic cc kak staid cocusctacecsetwcscaccseccas bi 
Piston rod packings........... mu Viste Sewanee ened eanteaacens Crysler 
Valve “ Bit" ganguancuasl.scevatddaadenctionaaieatee bas 








Application of Electricity to Railroads Now Operated 
by Steam Power.* 


BY H. N. HEFT, 


Train Service and Traffic.—We have learned very 
thoroughly the lesson of the importance to any trans- 
portation agency, working in a thickly populated terri- 
tory, of uniform fares and a frequent and regular train 
service—of a train service which requires no printed 
schedule to enable people to know when cars may be 
found in waiting. The time has come when every pro- 
gressive railroad manager must recognize that new con- 
ditions and the new character of competition requires a 
complete change of operating methods. 

On its Nantasket Beach line, the New Haven Com- 
pany gave, during the last summer, a regular half-hour 
service from 6:30 in the morning until 11:30 at night. 

hen unusually heavy boat loads arrived at Pemberton 
from Boston, trains were run in as many sections as 
were found necessary to take care of the people, but 
still the half-hour schedule was not departed from on 
ordinary days. On Sundays and holidays, when boats 
arrived at Pemberton every 15 minutes during the 
greater part of the day, express trains between Pember- 
ton and Nantasket were sandwiched in between accom- 
modation trains in such a way as to give a 15-minute 
schedule of alternate express and accommodation trains. 
The time-table this summer aes 33 regular trains 
daily, each way, between East Weymouth and Pember- 
ton. During July and August the traffic increased to 
such an extent as to require six motor cars in constant 
week-day service, and on Sundays and holidays 11 motor 
cars have frequently been called for. 

The fares ——_ on the Nantasket Beach line before 
the advent of electricity were 10 cents from Pemberton 
to Nantasket and 18 cents from Nantasket to East Wey- 
mouth, a total of 28 cents from Pemberton to East Wey- 
mouth. With electric traction they have been placed at 





* From a paper before the Niagara meeting of the A: i 
Street Railway Association, - . a 


0.6 of a mile. To make a run of 10 miles with 16 stops in 
26 minutes; to be obliged to dothis in order to connect 
with boats arriving at regular half-hour intervals, and 
to keep out of the way of frequent regular steam trains 
on the main line of the Plymouth Division; to allow but 
four minutes at each end for unloading, switching (in- 
cluding running around trail car) and loading; and to 
do this day in and day out, in the regular service, 
through an entire summer; these are things which can- 
not possibly be accomplished by steam locomotives. 

Now, the reason why electricity can do this and steam 
cannot is found in the tremendous accelerating power of 
properly designed electric motors, with rotary motion 
as compared with reciprocal motion of steam locomo- 
tives. By examination of the curve of acceleration 
plotted from actual tests of a 60-ton train (see Fig. 3), 
and of the practical results shown in the curve of speed 
between stations in a service run on the Nantasket 
Beach line (see Fig. 2), as well as the accompanying time 
chart made up from the company’s printed time cards, it 
will be seen how enormous is this accelerative power. 
Fig. 4 shows a section of the third-rail conductor. 

It will be seen, for example, that a 60-ton train, in 
running from Windermere to Allerton, a distance ot 
only 1,800 ft., reaches a maximum speed of 31 miles per 
hour, while in tke longer run from Power Station to 
Nantasket Junction, a distance of but 5,808 ft.,a maxi- 
mum speed of 39 miles is reached. The entire distance 
is covered, in regular service, at an average speed of 24.6 
miles per hour, including stops. 

Between Hartford and New Britain, the 9.3 miles dis- 
tance is covered regularly by motor cars with two 
trailers in from 18 to 20 minutes, an average speed of 
from 28 to 30 miles per hour, while witha special high- 
geared motor a maximum speed of over 60 miles has 
been made; the entire distance of 9.3 miles being covered 
in 10 minutes. On this line a 52-ton train often 
reaches a maximum speed of 50 miles per hour. The 
current is cut off at 29 grade crossings when single car 
trains are run. 

It is worthy of note in this connection that the line be- 
tween New Britain and Hartford is in direct compe- 
tition with a trolley line between the same points, but 
following a more circuitous route. The schedule time 
of trolley cars is 55 minutes, as against our time of less 
than 20 minutes, and the rate of fare is 15 cents (includ- 
ing a transfer given for use on the street railways of 
either city), as against ours of 10 cents for the straight 
run between the two cities only. The ownership of 
right of way has a very important influence upon speed 
and competitive conditions under circumstances like 
these. 

Cars and Equipment.—The type of car selected for 
any good transportation service has a direct bearing 
upon the development of traffic and maximum gross re- 
ceipts. It has been difficult for steam railroads to de- 
part far from the long-established custom of closed pas- 
senger coaches of thejpresent standard type, and to 
adopt open cars, on account of the disagreeable effect on 


railroad work. As a consequence, there has always been 
more or less controversy between those responsible for 
the placing of the different portions of the equipment, 
as to who shall have the first right to agiven space, per- 
haps hardly half a dozen square inches in section. 
There is also more or less trouble with abraded wires, 
short-circuited shoe hangers, etc., and for our future 
work we are making an effort to simplify this mass of 
equipment mechanism by putting some of it, particu- 
larly the wires and cables, in a space between the true 
floor of the car and a false floor several inches below, 
specially provided for the purpose. 

For operating heavy trains of this character, where 
currents of from 500 to 1,000 amperes are sometimes 
used, the controlling apparatus must be massive and 
strong in every part, and the greatest care must be taken 
to prevent arcing. We have had no trouble with con- 
t ditea apparatus on our regular equipments, and we 
consider this branch of the apparatus well perfected. _ 

The problem of braking, which is so important in 
street railroading, is found more so with us, since the 
train weights and speed are enormously greater. The 
regular Westinghouse air-brake system. with engineer’s 
valve, is used on our electric trains, but we have an 
electric motor compressor, controlled by an automatic 
regulator which has given excellent satisfaction. 

ur experience with trolleys on the overhead line at 
Nantasket Beach, originally awe in two years ago, has 
not been satisfactory. We find it quite impossible to 
prevent the destruction of trolley wheels by almost con- 
tinual arcing when attempting to take from the wire 
the heavy current required in starting and during accel- 
eration, as well as the smaller currents taken at the 
maximum speed. There has been a good deal of trouble, 
moreover, in keeping the trolley on the wire in making 
speed and taking curves, and many trolley poles have 
been broken. The trolley difficulties have not inter- 
fered with the continuous operation of our line, but the 
cost of replacing wheels and poles has been rather large. 

These difficulties have had an important influence in 
causing us to reach a decision in favor of the third rail. 
Tae contact shoes which take the current from the rail 
to the motor circuit have given, on the whole, good sat- 
isfaction, although they are occasionally carried away 
by the approach blocks at grade crossing when these 
blocks happen to be slightly misplaced so that the shoes 
strike them at the wrongangle. The contact shoes are 
suspended by cast-iron links, which are intended to be 
weak enough to allow the shoe to break away easily 
without doing damage to the framework of the car. The 
trail cars are also equipped with shoes and connected 
with the circuits on the motor car by means of flexible 
couplings, and it is possible, therefore, when the cars 
arerun intrain, to bridge the longest gaps found at 
grade crossings and switches, so that it is not necessary to 
turn the current off on approaching these. This arrange- 
ment makes our trail cars independent of the motor car 
for heating and lighting. 

It will be noted, perhaps, that the Nantasket motor 
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curs have two trolley poles, as well as contact shoes, and 
the changing from trolley to third rail simply means the 
pulling down of the pole and the closing of the third 
rail switch. 

Third Rail and Return Circuit.—Our third rail and 
return circuit experience will perhaps be of value to 
both street and steam railroad managers, as we have 
undoubtediy made a wide departure from established 











roved 


any engineering fads, but to provide apparatus 
urable 


by long experience to be of the most simple and 
character. 

The details of piping and arrangement of steam appa- 
ratus have been so thoroughly described in the technical 
papers that it is unnecessary to refer to them here.* 

e are now running our Nantasket plant condensing 
and our Berlin plant non-condensing, the loads in the 
latter being too light to make ome profitable. 

In spite of the fact that these general conditions of 
operation do not point to a low cost of power, because 
of the fact that we are working neither station at any- 
where near its full capacity, I suppose we are, as a mat- 
ter of fact, producing power more cheaply than can be 
done in any power station in the country using coal as 
a fuel, the reason being that we are burning sparks. 
“Sparks,” as we are accustomed to call them, are the 
half-consumed coal dumped from the extension front 
of locomotives at the company’s various roundhouses, 
Nevertheless there isa great deal of steam generating 


the danger as being at all serious or one which should 
interfere with the extension of the system. 

As a result of exceptional care which we have taken in 
bonding our third and service rails, we have found it 
unnecessary, in any third rail work so far done, to use 
copper feeders, in spite of the fact that we are obliged to 
transmit current from Berlin to Hartford, a distance, as 
before stated, of 12.3 miles, straight away from the 
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z | value in these sparks, as we have found by experience, 

& and they are being carried on the company’s cars to our 

- 8 stations at  Berlia, Nantasket and Stamford, and 

4 charged to the electrical operation at the cost of freight- 

g a ing (including the usual profit to the company for 

Fs _ q transportation), plus the cost of loading and unloading, 
sf » 4 a total charge of 70 cents per ton delivered. 

e ff 3 MAP OF 5 Jn order to burn these sparks we are obliged, of course, 

Bys 3 NANTASKET BEACH BRANCH, sa to make some changes in the furnace arrangements, 

ew " N.Y.NH&HRR 3 chief among which is provision for the introduction of 

{ = ie A Bc ice \t £ live steam under the grates, forming a blower or forced 

Showing position of all trains at 2.45 P.M. N= draft as well as prowittiogs the water which, in decompo- 

Monday, July 2, 1897 «= sition, furnishes the oxygen and hydrogen gases which 

Scale 6000'to 1!" = increase greatly and facilitate in combustion of half- 

a Fic. 1.--PLAN = burned coal and add enormously to the furnace heat. 

» oie © We originally supposed that some form of shaking or 

S Whelonumberciteie, =€§—90 = self-cleaning grate would be necessary in burning sparks, 

Total tonnage, 625 \\ 2 but have found in practice that, with ordinary grates, 

Maximum total current, 2800 amperes \™ together with the steam blower, there is no difficulty. In 

Minimum total current, o ” a our experimental days it was thought that it might be 

Average current, 3000” © necessary to use tee gene of ordinary soft coal with 

Current seldom fell below, 300” < the sparks, and did so for a while, but it was not long 

: before our firemen were educated to burn sparks only 





methods. We have solved a number of interesting prob- 
lems, First isthe question of insulation. The third rail has 
a potential of 600 volts above the ground and rests upon 
creosoted wooden blocks doweled into the tires, its 
eaves being only 1% in. above the tie. Now it frequently 
happens that water accumulates 2 in. or more in depth 
over the ties, and, if it were not for our experience to 
the contrary, we would naturally suppose that, under 
these circumstances, the line would be directly short 
circuited between the third and service rails through the 
water, the distance being but about 2 ft.each way. Never- 
theiess, we have been able to operate our road without the 
slightest difficulty when thishas happened, and nothing 
unusual has been noticed at the station, nor has the 
electrical output as registered by the recording wattmeter 
been abnormal, At Berlin we have watched the meter 
closely when we knew the tracks to be submerged in 
two places 10 miles apart, during a heavy rainstorm, and 
have found that the leakage was almost imperceptible 
when both cars on the line were at rest and their air 
pumps out of circuit. At the same time the wattmeter 


was standing still. Of course, if a long length of track 
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Fix. 4.—Section of Third Rail. 


was submerged, the leakage might become serious, but 
we have yet to learn how much is necessary to accom- 
plish this result. 

We aim to so connect our third rail lines and the ser- 
vice rail return as to havea practically complete metallic 
circuit of extremely low resistance, as far as possible 
disconnected with the ground. We do not believe in 
grounding our track, and, though ground plates are 
placed at the station, connected to our generator, by far 
the largest proportion of the return current comes 
through the cables connected directly with the track, 
the percentage coming from the ground plates being ex- 
tremely small. The joints of the third rail are bonded 
by long copper plates firmly bolted to both sides of the 
joint, 16 bolts being used in all. These copper plates are 
tinned before being put into position. Owing to the 
large area of contact surface the presence of rust on this 
surface does not materially interfere with the conduc- 
tivity of the joint, as shown by accurate tests. 

The service rails are bonded with the greatest care, 
four copper leaf-bonds, having a cross-section of copper 
equal in conductivity to that of the rail, being used. 
These bonds are inserted in the base of the rail, instead 
of the web, so as to prevent breakage through play at 
the joints. The copper leaves are cast into end-piece 
blocks in such a way as to weld them thoroughly 
together in the blocks. The latter are formed intoa 
hollow cylinder 1 in. in diameter, which passes through 
a hole in the flange, and by which a large area of contact 
is secured, Tapered pins are driven into the inside of 
this cylinder from the top of the flange and the connec- 
tion made is very perfect. The form of this service rail 
bond is shown in Fig, 5. Careful tests have shown that 
the joints of both third and service rails have now a 
slightly greater conductivity than an equal length of 
the rails themselves. 

A few words about the danger of the third rail system 
would be, perhaps, in order. ‘There have been many 
cases of people who have stepped from the ground to the 
third rail without feelingthe current, and anyone can 
step upon it from a dry tie without the slightest effect. 
On allexcept wet days our employees work about it 
without trouble, avoiding, of course, putting themselves 
in direct contact with both service and third rails, but 
not infrequently ‘‘monkeying”’ with the current in such 
a& Way as to get shocks of more or lessseverity in a sort 
of horse play. On wet days they refer to the third rail 
as being “lively,” and are inclined to let it alone. Many 
of our employees have, however, received the heaviest 
shock possible to obtain, time after time, and care little 
about it, though those who are more influenced by elec- 
tric shocks than others are sometimes thrown off their 
feet, but recover fully in a few minutes. We do not say 
that the third rail has no dangers, but we not consider 





power station. This work is made up as follows: From 
Berlin to New Britain, a distance of three miles, there 
is a complete double track electric road, with two 1(0- 
lb. third rails and four 74-lb. service rails, all most care- 
fully bonded, as descrjbed above. From New Britain to 
Hartford, a distance of 9.3 miles, there is one complete 
electric track, with 100 1b. third rail and 70-lb. service 
rails, all carefully bonded, in addition to which we have 
connected to the service rails of the electric track the 
rails of the second track, paralleling this the entire dis- 
tance, at various places, in order to get the benefit of 
whatever conducing power there might be in this track, 
connected only by its fish plates at toe joints. As a re- 
sult of this work, we are able torun two trains of 52 
tons each on the New Britain and Hartford line with an 
average loss of but 261¢ percent. ‘The current output of 
the station at such a time averages about 300 amperes, 
with a maximum flow of about 700 amperes at a pres- 
sure of 600 volts. Of course, if the service were heavier, 
so that more cars would be required, it would undoubt- 
edly be necessary to reinforce the third rail with 
feeders. 
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DATA AND RESULTS: 
| Motor Car only, weighing 34 tons 
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with entire ease. and no other kind of fuel is now used 
by us. Of course, we have to use a greater weight of this 
half-consumed coal than would be the case with new coal, 
but still the economy is great, as a good quality of run- 
of-mine coa) costs us, in Connecticut, about $3 per ton 
delivered at power statiou. 

A few figures as to the cost of power at Stamford may 
be of interest. This station furnishes current for our 
street railway system at Stamford and for lighting our 
railroad stations with 350 incandescent lamps. We are 
operating one engine only of 300 H. P. total capacity, 
direct connected to one 300 KW. generator. In the 
boiler room are six 200 H. P. boilers. For the first six 
months of full operation with sparks only, the total cost 
of fuel for this station amounted to 3 mills per horse- 
power hour or 4 mills per kilowatt hour. For so small 
a station and one where the average amount of power 
developed is hardly more than one-third the rated ca- 
pacity of the engine, I believe this to be a low figure. 
We have recently made, for our own information, for 
use in larger — special tests of the cost of power 
developed in this way, using for this purpose a water 
rheostat, ip order to leaa the engine up to more nearly 
its full capacity. Asa result of these tests we find the 
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Fig. 2.—Results of Test with a 34 Ton Motor Car—Nantasket Beach Line. 


Cost of Power.—In our Nantasket Beach station we 
have installed two engine generator units of 800 H. P. 
and 550 KW. capacity each. The steam is supplied by 
eight boilers of 200 H. P. rated capacity each. On heavy 
days both these engines are required, but on ordinary 
days but one only, and this is not fully loaded; the aver- 
age loads being perhaps one-half the maximum. 

jn the Berlin station we have installed two engine 
generators of 1,2U0 H. P. and 850 KW. each. The steam 
is supplied by 10 horizontal tubular boilers, of 200 H. P. 
each. One unit only is required in the practical opera- 
tion of all the cars on the Berlin and Hartford lines, and 
the average power output is hardly one-fourth of the 
maximum capacity. 

In both stations our aim has been not to follow out 


cost of fuel for power, with the use of coal, to be 3.2 

mills per borse-power hour, or 4.2 mills per kilowatt 

hour. With the use of sparks the cost is reduced to 1.9 

—_— per horse-power hour, or 2.5 mills per kilowatt 
our. 

At our Nantasket power station this season the cost 
of fuel, with the use of coal, has averaged 4.2 mills per 
horse-power hour or 5.6 mills per kilowatt hour, while 
with the use of sparks the cost has been 2.1 mills per 
horse-power hour or 2.8 per kilowatt hour. 





* For descrivtion of Nantasket Beach line see:Railroad Ga- 
zette, July 3, 1896, and previous articles; for Hartford-New Brit- 
ain line see issue of May 21, 1897, 
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As before stated, our Berlin plant has not been run as 
economically thus far as it will be when a greater load 
is put on the engines and it will seem to be inthe in 
terest of economy ta run compound condensing. At 
this station, the cost of fuel, with the use of coal, has 
been 9 mills per horse-power hour or 12 milis per kilo- 
watt hour, sing sparks as fuel has reduced this cost 
be 3 mills per horse-hower hour or 4 miils per kilowatt 
nour. 

It is very difficult, of course,if not impossible, tomake 
any direct comparisons between the cost of motive 
power for electric railroading and thit for steam rail- 
roading on account of the different way in whico the 
trains are made up. The best cri:erion would be the 
cust of motive power per ton-mile hauled, but even here 
the results would be of little value on account of the 
wide difference in conditions and, asa matter of fact, 
we have never attempted to make such comparisons. 

DISCUSSION. 

Mr. :Greo. W. PALMER, JR., Falls River, Mass. Can 
you give us any figures which will show us the total 
cost of power per car mile ? 

Mr. HEFT: That would depend entirely on the condi- 
tions at your station. Notwostations would have the 
same couditions. At Stamford our power costs us a 
great deal less, because we are running nearer to the 
normal capacity of our engines. At Nintasket the 
economy is not so great, and at Berlin, where we are 
only running the high-pressure side of the engine, it 
costs a great deal more. This istrue also of the labor. 
The labor where the large engines are costs more than 
it does with the small en- 
gines, where you are run- 
ning far below your normal 
load. If we were running 
our Berlin station up to its 
normal capacity we would 
show a gieater economy in 
fuel and labor than in the 
other power stations, be- 
cause there isa certain fixed 
charge which we are sub- 
jected to at all stations, and 


This loss has been met by drawing $105,000 from de- 
preciation account “nd the balance by taxation, varying 
from one-ninth of a penny to five pence p*r pound. It may 


seem strange that the municipality should thus con- 


years of age, receiving $2.50 per week, are employed as 
conductors. Notwithstanding such cond tions -ome of 
those cities have not earned the interest up n thecapital 
invested. Does anyone suppcse tha American cities if 





DATA AND RESULTS: 
MOTOR CAR & OPEN TRAIL CAR. 
Weight of Train 66 tons; Weight of Load 2 tons 
Low Speed Gears 1 to 3.18 
Total Number of Stops 13 
Average distance between Stations 4283 feet 








Maximum Speed 42.7 Miles 
A ze Speed 24.6 Miles 
ysed time 30m, 50 sec. 






Kilo Watt Flours per Train mile 4.723 
Watt Hours per Ton mile 76,2 
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Fig. 3.—Acceleration of 60-Ton Train on Nastasket Beach Line. 


tinue to operate under such conditions. The fact is that 
Huddersfield is a manufacturing city and the non-prop- 
erty and small tax paying voters are in a majority. 














the amount of that depends 
on the size of the station 














and the number of units. 
Mr. J. K. NEWMAN, New 

















Orleans, La.: What is the 
cost of the sparks ? 

Mr. Hert: [ stated that 
to be 70 cents for a ton of 
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2,000 lbs. While the sparks 
do not cost our company 
anything (it is really an ex- 





























pense to get rid of them, as 
every steam railroad man 














knows), we pay our motive 
power department of the 
road the cost of handling 
and loaaing, and the freight department the freight be- 
tween the points where it is loaded and our power station. 

Mr. CuaAs. K. Durpin, Denver, Col.: Can you give 
me some idea of the relative cost of construction of the 
third rail system, as compared with the overhead and 
feeder system ? 

Mr. Hert.—If I recall the figures aright, the third 
rail construction costs us about $3,000 a mile, which in- 
cludes the cost of the third rail, bonding of the rail, 
cables at the grade cro-sings, and bonding of the surface 
rails, which I believe is avout one-half the cost of the 
overhead construction at Nantasket. 








Municipal Ownership and Operation of Street 
Railroads.” 


BY P. F. SULLIVAN.t 

[The first part of this paper deals with the extrava- 
gance and corruption in municipal administration in 
?American cities, while the second part, from which the 
following extracts are taken, is intended to show that 
municipal ownership and operation abroad are the ex- 
ception rather than the rule, and were the reverse true 
and such ownership and operation successful from a 
financial point of view, it does not follow that American 
cities could or should follow such examples or that if 
they did so, success would result. ] 

According to the returns of street and road tramways 
to Parliament, July, 1896, there were 153 distinct street 
railroad undertakings in Great Britain and Ireland. 

Of this number Glasgow isthe on'y city wherein the 
undertaking may fairly be called successful, and with 
reasonable economy it could not well be otherwise than 
financially successful. Fora population of over 800,000 
Glasgow has only 73 miles of tracks, whereas St. Louis, 
with a population of less than 700,000, has over 3235 miles 
of tracks. It does not follow, therefore, that if the gov- 
ernmeut of St. Louis was conducted equally as well as the 
government of Glasgow, that it could also operate the 
street railway system of that city successfully financialiy. 

The city of Leeds had operated its street cars for nearly 
three years. he first year showed net earnings of ap- 
proximately $15,000, less than 1 per cent. upon the capital 
invested, whereas private capital earned and paid seven 
pes cent. the previous year. ‘he second year showed net 
profit of $35,000, not quite the interest upon the sinking 
fund. And such results, too, with a population of nearly 
15.000 per mile of track. | 

Previous to the acquisition of the street railroad by 
the municipality of Sheffieldin July, 1896, private capital 
received from five to eight per cent. dividends from the 
Operation of the property. Under municipal manage- 
ment there was a loss the first year, not even earning the 
interest upon the capital invested. And such results in a 
city which has over 17,000 persons per mile of track. 

Huddersfield is the first city in England to attempt the 
Operation of its street railroad, and for the 14 years 

which it has operated the property there is a loss of 
$311,000, varying from $3,300 to $83,000 in a single year. 
* Extracts fram a paper presented at the Niagara Falis 
meeting of the American Street Railway Association. 

t Genera! Manager, Lowell & Suburban Street Railway Co., 
Lowell, Mass, 





Fig, 5.—Rail Bond on T Rail. 


In the last fiscal year there was a lossof $5,430 in 
Plymouth. This city did not acquire the property vol- 
untarily ; on the contrary, the operating company in- 
tentionally forfeited its charter and abaadoned the 
operation of cars. 

The operation in Blackpool shows a net profit for four 
years of $992 after paying interest and charging off to 
depreciation. And yet in Plymouth, Hudderfield, Shef- 
field and other cities in England, boys of from 14 to 16 
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operating street railroads could employ such conduc- 
tors at such rates of wages ? 

In Germany there are only three cities which own and 
operate their street railroads, aid two which own the 
tracks and lease them to op rating companies. In 
France there are none. 

The facts as they are before us are that there are few 
cities abroad which own and operate their street rail- 
roads with more or less indifferent results, and only one 
of which, viz., Glasgow, which can properly be called a 
financial success: and yet there are those who would 
have American cities, regardless of differences of condi- 
tions and institutions, plunge blindly into the acqui- 
sition and operation of 15,00C miles of street railroad 
tracks because Giasgow oper ites 73 miles successfully. 

It seems to me that those who honestly advocate the 
acquisition and operation of street railroads by munici 
palities do not look below the surface. They find that 
an occasional city abroad does such things, and they 
immediatoly jump to the conclusion that we should do 
likewise. They do not study the conditions with respect 
to accommodations furnished abroad as compared with 
these in this country, the methcds of administration 
there compared with these herr, an! tue civil service 
abroad compared with ours. 

In a previous paragraph I showed the difference be- 
tween St. Louis and Glasgow. Below wiil be found a 
comparison of other cities of nearly the same popula- 
lation, taken from the Yale Review tor May, 1897. 






Mileige Mileage 

Area Strect = per'',“t0 per eq. 

Popu- insq. railroad of poru- mile o£ 
lation. miles, mile:ye.  licien, area. 
Birmingham.. .497,000 20 & 66 1.65 
Boston........ 494,000 37 295 Ray | 8.00 
Edinburgh..... 28,000 14 21 A723 1,50 
Detroit......... 300,000 28 262 673 7.21 
WOE ecu scaccas 400,000 3h 27 (67 079 
Cleveland......350,000 32 205 35 6.40 
Liverpool.. 541,000 21 66 108 3.14 
St. Louis..... 644,000 62 216 .520 3.50 
Manchester... .530,000 20 54 102 2.70 
Baltimore 512,000 34 262 Ps) 8 | 7.70 
Bradford.......228,000 17 21 09% 1.23 
New Orleans.. .250,000 40 169 676 4.22 
London....... 4,400,000 105 230 052 2.19 
New York....1,851,000 59 3357 203 6.05 


Compare any one of the above foreign cities with an 


(Continued on page 768.) 
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EDITORIAL ANNOUNCEMENTS. 


Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 











The Accident on the Hudson River Railroad. 


In most railroad accidents we can determine, 
sooner or later, and witha good deal of accuracy, 
the immediate cause, and the place where the re- 
sponsibility should rest. Inthe case of the accident 
on the Hudson River Division of the New York Cen- 
tral, last Sunday morning, there is still great uncer- 
tainty as to cause and responsibility, and it is by no 
means sure that we shall ever know precisely how 
the accident occurred. We judge that the Railroad 
Comnuissioners of the State of New York will make a 
careful investigation and we hope that they will call 
in one or two engineers of such experience and judg- 
ment and reputation as will command the confidence 
of other engineers at least. 

The bank went out, but whether or not it went out 
under the train or before the train got there nobody 
knows. A mass about 70 feet long and back to 
the center line of track went out, leaving a cavity 
with three sides nearly vertical. The depth of this 
cavity is not known as we write, but very likely it 
will be known before this issue is in the hands of the 
reader. Whether or not the bank slid out down to 
the rock ; how deep the rook or hard pan is below 
the rail level, or whatis the slope of the hard bed we 
do not know. Indeed it is probable that no man 
living knows, or can know, until the ground is care- 
fully examined under the direction of skillful men. 
We have had an opportunity to look over the 
manuscript notes of Mr. John B. Jervis, who built 
the road about 50 years ago, and so far as our exami- 
nation went could find no mention of the way in 
which the fill at this place was made or of the depth 
or character of the bottom. The sea wall which has 
been mentioned frequently in the newspaper reports 
is a wall about 6 feet high which was built to protect 
the roadbed from the wash of the stream. It is not 
in any sense a retaining wall. 

Pending an expert investigation it is quite unsatis. 
factory to speculate as to what happened and why it 
happened, but it is interesting to consider very briefly 
some of the theories. Within pretty wide limits any 
one of a number of things might have taken place. 

There are officers of the road and officers of great 
experience and judgment, who think that something 
failed on the locomotive and caused a derailment 
and that the breaking away of the bank was conse- 
quent upon this derailment. It hardly seems prob- 
able that a derailment would have caused so large a 
piece of the bank to break away. Moreover, as we 
write the report comes that the engine has been 
raised and shows no failure that would have caused 
its derailment. 

A theory advanced by some very intelligent and 
responsible officers is that some mischievous individ- 
ual may have caused a dynamite explosion in the 

bank. Of course this would account for the starting 
of the breach. 

Another theory is that the bank failed as the 
culmination of the action of the water for an in- 
definite time. It is thought possible that there was 

some pocket or stratum which had been disin- 


tegrated and more or less of the material washed out 
and that the exceptionally high tides which had pre- 
vailed during the last four or five days immediately 
before the accident had given the final stoke to this 
process, 

We venture the opinion, subject to the informa- 
tion to be gathered by engineers, that there was a 
slip on the underlying strata, which by bad luck 
happened to coincide with the passage of a train, 
and which was of such magnitude that it could not 
have been provided against by any practicable con- 
struction or location. The dip of the country rock 
is very steep, and the geological formation is prob- 
ably about the same as that at the Tilly Foster and 
other neighboring mines, 10 to 15 miles away, and 
the dangerous history of these mines has made them 
famous among engineers, 

Naturally, the officers of the company feel the 
keenest interest in knowing, as accurately as they 
can know, precisely what did happen, for it is im- 
portant that they should know whether or not other 
occurrences of this sort are likely to take place along 
the line of the Hudson River and what precautions 
should be at onee taken to guard against such occur- 
rences. Consequently, an investigation of the 
ground is in progress by the company, quite apart 
from that which the Railroad Commissioners will 
make, and we may feel confident that this investiga- 
tion will be thorough. Until the results of it are 
known any theory of the accident must be after all 
conjectural. But every intelligent reader of the 
Railroad Gazette will assume that reasonable care 
and vigilance had been used, until he has thoroughly 
responsible evidence to the contrary. The bank has 
stood for 49 years, and officers of the read who have 
known this spot for 43 years assure us that there has 
never been any sign of any movement of the bank. 








Some Notes on a Butting Collision. 





The worst two collisions in our September record, 
which is given in this issue, were due to forgetful- 
ness or recklessness or both, and they have been the 
subject of considerable newspaper discussion. Some 
phases of this discussion were touched upon in our 
issue of September 17. Daily newspaper views are, 
however, of little interest from a strictly operating 
standpoint, and the views of railroad officers are of 
more immediate consequence. As the mental de- 
fects mentioned sometimes cause disaster where 
trains are run by space intervals, some officers have 
decided opinions on cases like these, and they— 
officers who think the block system is unduly expen- 
sive—cite them as arguments in favor of sticking to 
the less costly time interval. If enginemen will run 
past a red train order signal they will do the same 
with a red block signal; if a man is reckless under 
one plan it will not change his nature to try to work 
him under another. 

These arguments are not without weight, but the 
two examples should be considered separately. In the 
Neweastle case the coroner’s report simply says that 
the conductor and engineman of the freight at- 
tempted to reach Newcastle on the time allotted by 
the despatcher to the passenger train. This, on its 
face, indicates recklessness; but as we have no fur- 
ther details we will not attempt to interpret the 
statement. Any man who ‘‘attempts” to encroach 
upon the time of another train is pretty sure to be 
found amenable only to that kind of discipline which 
quickly disciplines him out of the service; and his 
presence in the train service is a blot on the reputa- 
tion of the officer who placed him there. 

The Emporia case is plainer. A train ran past a 
red train order signal. It was just after dark and the 
claim was made that the light in the signal was not 
bright, but the officers of the road do notseem to 
give any weight tothe claim. There were two en- 
gines on the train, but whether the second runner 
was held equally culpable with the first we do not 
know. Now, it is asserted that men who will make 
such a blunder as that will do the same witha block 
signal, and that even the electric headlight would be 
of no avail as a preventive of collisions. It seems to 
us that this assertion can be shown to be weak, with- 
out searching very far for evidence. We do not wish 
to deter anyone from employing the very best dis- 
cipline possible, and if the training of enginemen, 
or the selection of firemen, or the detection of 
derelictions can be better carried out when it is 
known that the uncertainties of the flagging system 
are to be dealt with, we shall not quarrel with any 
one who prefers to take that way to stimulate him- 
self to do his duty, any more than we should with the 
one prominent road in the country that refuses to 
adopt duplicate telegraphic train orders. That road 
makes a good record of freedom from collisions, and 
those who advocate duplicate orders must, therefore, 
be pretty moderate with their criticisms, though 


they will still adhere to the duplicate plan as the 
safer of the two. 

Railroads adopt the block system primarily for the 
purpose of more surely preventing rear collisions 
than can be done by any practicable plan under the 
time interval. Where trains are numerous, the ar- 
gument in favor of this is unanswerable. Where 
they follow one another at very long intervais it has 
less force, and where the number of trains is midway 
between the two extremes the question may be de- 
batable. But, the block system once adopted for 
preventing rear collisions, butting collisions are 
guarded against incidentally. Block operator A, in 
seeking from B information as to the last preceding 
train from A to B, clearly advises B that he also 
wants to know whether any train moving in the op- 
posite direction is in or near the section A B. This 
request may not be expressed, but it is so clearly 
implied that it is practically just as effectual. This 
is an effective provision against dispatchers’ errors, 
and errors of conductors and enginemen, such as 
“* forgetting all about the other train,” or misreading 
a Schedule in the time-table. 

Then, again, block signals compel attention more 
effectually than train order signals because they 
oftener give a stop indication. Where operators are 
not required to clear train order signals after trains 
come in sight of them, this is an important consider- 
ation; where they do clear the signal in sight of the 
engiceman, the block system still has an advantage, 
as the number of stops which the engineman cannot 
plan for beforehand, by guesswork, is increased. And 
the stopping of trains at block stations instead of at 
chance places along the road, when made habitual, 
helps very greatly to train all enginemen to stop for 
a signal without question, and to train out of them 
the old idea that they need stop only when some 
obstruction of the track can be seen with the eye. 
It seems fair t> claim, therefore, that space-interval 
regulations, when men have become habituated to 
them, will tend to prevent such blunders as that at 
Emporia. 

To claim that men* who failed to see a red train- 
order signal would be equally oblivious to the 
rays of en electric headlight, facing them, is to 
claim that a candle is equal to a 50 C. P. lamp 
orth at the aurora borealis is no more notice- 
able than the ordinary lights of a village street. 
An arc lamp, uncolored, is several times more con- 
spicuous than a common oil-lamp with a red bull’s 
eye, and an arc lamp witha headlight reflector be- 
hind it is many times more effective than one with- 
out a reflector. On a straight line the headhght 
would compel the attention not only of the engineman 
but of any person on the engine looking ahead, and 
miles away if on a level road; and on a hilly or 
curved road the 1]umination of the dust in the sky 
would make a striking appeal to the eyes of anyone 
looking in the direction of the coming train. We do 
not know enough about the Atchison line in the 
vicinity of Emporia to say that electric headlights 
would have prevented this collision, but it is safe to 
say that if such a light had faced the negligent en- 
gineman it surely would have arrested his attention 
if he was not asleep; and we have heard of eases 
where the light had a reviving influence on engine- 
men who were very nearly if not quite unconscious 
from drowsiness. 

Of course we do not argue that electric headlights 
should be the main reliance for preventing butting 
collisions. The arc headlight must justify itself on 
some other basis than that. Neither do we advocate 
the use of the block system as a substitute for good 
discipline, although it has doubtless been adopted in 
some cases for that purpose. There appears to be 
evidence that on some roads it has been adopted as 
the most feasible means of reducing the losses from 
rear collisions down to a percentage which other 
roads claim to have accomplished without going to 
the expense of employing block signalmen. It is 
hard to see what excuse there is for poor discipline 
on any road, whether trains are run by space in- 
terval or time interval. 

As regards forgetfulness of well-understood orders, 
or to look for a signal that is within plain sight, it is 
very rarely that we hear of a slip of memory of this 
kind which is not at least partially explainable. The 
cases in which the difficulty ean only be attributed to 
some mysterious action or state of the brain which 
no amount of training in correct habit will cure, are 
very hard to find, It is true that as far as published 
explanations are concerned, the mystery argument is 





* By the way, we do not Know that the use of the plural 
“men” in this connection is accurate. The blunder has been 
characterized as peculiarly deplorable because four men sim- 
ultaneously missed the red light; but it is quite lightly that 
three of tnem—at any rate, two, the firemen—excuse them- 
selves on the plea that it was not their duty to look for the 
light. We observe, however, ina Topeka paper, the state- 
ment that tbe conauctor of this train has been dismissed; 
a fact which indicates that, possibly, the neglect of some 
other duty than observance of the train-order signal has to do 
with the failure to stop at Lang. 
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very common ; but in conversing with superintend- 
ents who personally investigate blunders of engine- 
men we almost always find some explanation. In 
this Emporia case there were two enginemen and 
two firemen (two engines) on the westbound train ; 
they knew the road, their past records were good, 
they were not tired from overwork and the case 
seems inexplicable; nevertheless, judging by our past 
experience, we risk very little in asserting that the 
superintendent or trainmaster or whoever knows 
the men and all the facts could tell at least one and 
perhaps several points on which the negligent en- 
ginemen could, by changing their habits, effectually 
guard against such a blunder in the future. It must 
be remembered that we are not considering anything 
like a case of simple heterophemy ; nor is it a fail- 
ure like that of the engineman who finds a dingy 
switch target all right for his train a thousand times, 
and who therefore neglects to look at it the 1,001st 
time. Train ordersignals are more conspicuous than 
switches, there are fewer of them and they are not 
uniformly ‘‘all-clear;’ and this case was after 
dark, when the red light made the signal distinct 
from every other object. We shall not set down 
this engineman’s case as incurable without further 
evidence concerning his habitual way of dealing with 
train order and other signals. 








. September Accidents. 





Our record of train accidents in September given in 
this number ‘includes 77 collisions and 70 derailments, 
a total of 147 accidents, in which 72 persons were 
killed and 165 injured. The detailed list, printed 
on another page, contains accounts only of the more 
important of these accidents. All which caused no 
deaths or injuries to persons are omitted, except where 
the circumstances of the accident, as reported, make 
it of special interest. 


These accidents are classified as follows: 
Cross- 
But- ing and 














COLLISIONS. ting. other, Total. 
Trains breaking in two 0 0 19 
Le aaa BWC crs csscne cscs 2 0 2 4 
Failure to give or observe signal... 1 1 1 3 
Mistake in giving or understanding 
UU cia. age neaacsinwases gavedeseecaes 0 4 0 4 
WEIBCOMBNOCOUG 6 oc 05:55 cceoccesesassvcee 7 5 i) 17 
ite MINCE 0 <s050:c10: 6: ad-e-cisieisiscsete tieicte's 12 7 ll 30 
OO Tee 41 7” 19 7 
DERAILMENTS. 
Broken rail.........000« pines 2) Derailing switch............. 2 
Defective bridge............. 2] Runaway train.............. 2 
Defective switch....... ..... 2 | Bad switching... ........... 1 
Defective frog..... .... ..... 2} Too quick application of 
Broken wheel.............-+. 1 GEIR re ciclo: oses occ: <.6:si0 1 
POMC BRIO coc cccessecs esse 7 | Animals on track............ 4 
Broken truck...........-...- 4) Bande GPil6. «0 ccscceccccesces 1 
Fallen brakebeam............ 2] Malicious obstruction .. z 
po ere 1| Accidental obstruction... .. 3 
Broken car ... ...... vo 2) ONROZPIRIMOE.....6sicccccss ccs 23 
Ruptured brakehose a | — 
Misplaced switch... wane 70 
CGH GEN ..6 co iicccccccgcocue 1 
OTHER ACCIDENTS. 
None. 
Total number of accidents... .... 0.6... cceeee eee eee eens 147 
A general classification shows: 
Colli- Derail- Other 
sions. ments. accid’s, Total. P. c. 
Defects of road.............. 0 8 0 8 5 
Defects of equipment....... 19 18 0 37 26 
Negligence in operating.... 28 11 0 39 26 
Unforeseen obstructions... 0 10 0 10 7 
Unexplained ........00....0 30 23 0 53 36 
WOES oi ccccvancnstaswaswccae 7 70 0 147 100 
The number of trains involved is as follows: 
Colli- Derail- Other 
sions, ments. accid’s, Total. 
PaSSENGEP...... -.-cccseces . 3 17 0 53 
Freight and other . 86 0 142 
nA iy eacuesedccese a teesssacones 122 73 0 195 
The casualties may be divided as follows: 
Colli- Derail- Other 
Killed: sions. ments. accid’s. Total. 
Employees........ ene uaeseedccscinecle 31 8 0 39 
PASSENZELS.......--secceesccesccves 14 2 0 16 
CHEN occas cecse@uclececcudl vesiee 12 0 17 
Total..... o din cncinsece <usasecsinses 50 22 0 72 
Injured: ‘ 
HNO VOOR 6. oi.0's vsiccecceciescevcncsce 50 18 0 68 
pee 7 SRENeerre rer rrr cere 35 43 0 78 
OMI conc cccccenevrcucncdussxes 7 12 0 19 
PGRAR  iiccksiasce oocascaneeusauens 92 73 0 165 


The casualties to passengers and employees, when di- 
vided according to classes of causes, appear as follows: 





Pass. Pass, Emp. _ Emp. 
Killed. Injured. Killed. Injured. 
Defects of road.............. 1 ll 1 3 
Defects of equipment....... 1 32 1 
N ———- in operating.... 14 35 31 53 
Unforeseen obstructions and 
maliciousness...........-++ 0 0 6 6 
UDGEPIAIIGE, |. 06. 06660 60500: 0 0 0 2 
Total... coacdanaGhadeuee 16 78 39 68 


Twenty-seven accidents caused the death of one or more 
persons each, and 30 caused injury but not death, 
‘eaving 90 (61 per cent. of the whole) which caused no 
personal injury deemed worthy of record. 

The comparison with September of the previous five 
years shows: 


’ 1897. 1896. 1895. 1894. 1893. 1892. 
COMBINE .5:<:ecoccnees ses 77 45 50 47 77 ~—- 103 
DEPAUMEONES. .... cccccces 70 54 91 75 84 
Other accidents.......... 0 i 4 8 6 6 
Total accidents...... .... 47 «116108 d146—s*dSEC «208 
“mployees killed ........ 39 30 25 30 32 68 
Others killed...... wieweaae 33 24 13 20 47 25 
Employees injured...... 68 70 53 8 101 110 
Others injured........... 9 109 126 42 99 125 


Passengertrainsinvolved 53 33 42 61 59 74 





Average per day: 


RORUIOUEE: 0 vesicSeuees cues 4.90 3.87 3.60 4.87 5.26 6.77 

1 SE Se 2.40 2.13 1.27 1.67 2.63 3.10 

RE esse ovxccaaeancs 5.5 5.97 5.97 4.20 6.67 7.83 
Average per accident: 

WER os cocsececs caetsies 0.49 0.47 0.35 0.34 0.50 0.45 

po Seen wees 112 1.54 1.65 0.86 1.26 1.15 


We have to report to-day a larger number of persons 
killed than in any September since 1893, and larger than 
in any month since that time except one. Thirteen pas- 
sengers were killed in a singl2 collision, that at New- 
castle, Col., and there was another collision, that at Em- 
poria, Kan., which was nearly or quite as disastrous as 
Newcastle, though the majority of the victims were 
trainmen, no passengers being killed. Some notes on 
the causes of these collisions may be foundin another 
column. There were four other butting collisions in 
September reported as due to disregard of telegraphic 
orders or failure to observe signals. making six in all; a 
record which serves to remind us that the causes of 
these collisions are not yet so well understood that they 
need no further discussion, albeit the record is not nearly 
so bad as it was five years ago. <A fast train had a disas- 
trous collision at Newark, N. Y., on the 15th, butall the 
persons on the train, except the engineman and fireman, 
escaped serious injury. Another passenger train col- 
lision, which was serious, considered in relation to its 
cause, was that at New Haven, Conn., on the 29th, and 
there was anotherin which “air brakes failed to act” 
at Port Jervis, N. Y., on the 24th. 

The most fatal freight train accident was the derail 
ment at Hanson, I, T., where seven men were killed and 
six others badly injured, the whole 13 being farm la- 
borers, seeking new fields of labor, who were secretly rid- 
ing in a freight car. This instance is a reminder that a 
considerable share of the very numerous ride-stealers all 
over the country are something other than confirmed 
tramps. That many of these trespassers have money is 
also indicated by the recent report that 20 or more freight 
brakemen of the Missouri Pacific had been dismissed for 
accepting money for freight-car rides; and every now and 
then we read of robberies, and even murders, of one class 
of ride-stealers by another. 

The number of smash-ups due to trains breaking in 
two was large in September, being 19, almost two anda 
half times as great as the average monthly number for 
the past three years. As freight traffic was heavy all 
over the country in September it is quite possible that 
the number of these accidents, in proportion to train 
mileage or car mileage, was no larger than before; but 
the record is bad enough in any event. As every one 
knows who has read the recent Master Car Builders’ dis- 
cussions, the money loss from this cause is much more— 
probably many times greater—than is indicated by the 
number of cases getting into our record; and as the 
number of very powerful locomotives used to haul 
freight trains is constantly increasing, the record is 
likely to grow worse instead of better, unless the coup- 
lers and draft gear of all cars are kept at the very high- 
est standard. 

The number of electric car accidents in September 
was eight; three rear collisions and two butting, and 
three accidents from careless running. One employee 
was killed and 30 persons were injured. We have found 
no less than five highway crossing accidents in Septem- 
ber, in each of which two or more persons in carriages 
were killed, the total killed being 13; and in one case re- 
ported since the end of the month (Oct. 4), six were 
killed at a single stroke. In each of two cases in Sep- 
tember three sectionmen on a hand car were killed by 
being struck by a locomotive. 








Norwegian Railroads. 





At the end of June, 1896, Norway had 1,088 miles of 
railroad. Of this 453 miles were ot 4 ft. 814¢ in. gage, 
619 of 3 ft. 6in., and 16 of 30-in. gage. The length owned 
and worked by private companies was only 69 miles; the 
remainder was worked by the state, which, however, 
was the exclusive owner of only 80 miles. The lines are 
chiefly owned by a sort of copartnership of individual 
capitalists, municipalities and the state. The country 
has an area about equal to that of New England, New 
York and New Jersey together, but less than 1,000 
square miles of this areais cultivated, and the popula- 
tion is largely on a narrow belt between the long sea 
coast and the high monntains, and the forests and fish- 
eries are the chief resources of the 2,000,000 inhabitants. 
The configuration of the country has caused the railroad 
system to be formed chiefly of short lines, and any con- 
siderable through traffic is impossible. At the middle 
of 1896 the raiiroads had 260 stations, or one to every 4.2 
miles of road ; to every 7,650 inhabitants, and to every 478 
square miles of territory—the larger part of the terri- 
tory being uninhabited mountain. 

The aggregate cost of the Norgegian railroads has 
been $39,329,790, or at the rate of $36,150 per mile, which 
is, perhaps, the lightest average of any country in the 
world ; against which it must be considered that it is 
essentially a light railroad system. This average is 
about equal to the capital per mile of the Chicago, Mil- 
waukee & St. Paul, or the Chicago, Burlington & 
Quincy, either of which has five times the mileage of 
the Norwegian system, and an enormously greater 
equipment and capacity for carrying traffic; but is a 
country much easier to build over. 

The part of the cost of the Norwegian railroads contrib- 
uted by the state amounts to $27,986,978, or. more than 
seven-tenths of the whole, on which its share of the 
profits last year amounted to four-fifths per cent. 





On the roads worked by the State (1,019 miles) in the 
year ending with June, 1896, the passenger traffic was 
equivalent to 118 persons moved each way daily over the 
whole mileage, the average journey being about 14 


miles. Only one passenger in a thousaud rode first-class, 
and 92.7 per cent. of the whole number went third-class; 
but the average journey of the first-class passenger was 
107 miles, of the second-class 25.6, and of the third-class 
12.9 miles. The ton-miles amounted to only 61,668,000— 
equivalent to less than 79 tons each way daily, say three 
carloads. Oneof our modern American through trains 
sould haul this traffic with one train in a fortnight. 

The earnings of the Norwegian state roads came 
almost equally from passengers and freight, and 
amounted to $2,363,073, or $2,319 per mile, 78.2 per cent. 
of which went for working expenses, leaving $505 net 
per mile, which 1s 1.43 per cent. on the capital. 

On wnat is called the Norwegian Main Line, a private 
road, but only 43 miles long, the traffic was so heavy as 
to yield $11,880 gross and $5,334 net per mile, which was 
a little more than 7 per cent. on the cost. 

The little 30-in. gage road, 1614 miles long, opened July 
1, 1894, carried 62,722 passengers and 1,150 tons of 
freight, earned $335 gross per mile, and its working ex- 
penses were $9,092 greater than its earnings. 

There are doubtless railroads in this couutry with just 
as light traffic and earnings, but nearly all are mem- 
bers of great systems, and the results of their operations 
are hidden in the grand totals. Reports of the traffic, 
earnings and expenses of the numerous lines which we 
were building so eagerly some ten years ago in Western 
Kansas and Nebraska, etc.,would doubtless prove very 
interesting reading, though painful to investors, but 
these lines have this in favor of them, that the traffic 
developed on twenty or a hundred miles of new line on 
the frontier, however unsatisfactory in itself, adds to 
the traffic and profits of perhaps a thousand miles of old 
road which gives the new line an outlet. There can be 
nothing like this in Norway. 








Professor Biirkner, in his lectures in the clinic for 
ear diseases at GOttingen recently, referring to the nu- 
merous railroad accidents taat have occurred in Ger- 
many of late, said that it is probable that many were 
due to imperfect hearing on the part of railroad em- 
ployees. While large classes of employees have their 
vision tested periodically, and often also their hearing, 
yet deficiencies in hearing capacity occur among them 
frequently which are not detected by these examins- 
tions. Many who suppose their hearing to be perfectly 
good, by careful testing are found to have very serious 
defects. By reason of this general self-deception, no 
faith should be pat in a man’s own statement that he 
hears well with both ears. The practical investigation 
of the sense of hearing demands such a mastery of the 
various methods used as can hardly be required from 
the ordinary physician. The professor said a great part 
of the trainmen, and particularly of the enginemen, 
after a relatively short term of service, no longer pos- 
sess normal hearing, though many of them may still be 
fit for serviee. An adequate acuteness of hearing is of 
the greatest importance, not only among trainmen, but 
track guards and switchmen ; these and others should 
have good hearing in both ears. A man haid of hearing 
in one ear has great difficulty in determining from what 
direction a sound comes. The safety of travelers and of 
the employees themselves, said the professor, require that 
far more attention be paid to the ears of railroad men. 








The number of fatal accidents to persons on or about 
street cars in New York City, in proportion to the popu- 
lation, is gradually decreasing, according toa paper by 
Mr. William J. Clark, in the Street Railway Journal, 
Mr. Clark makes elaborate analyses of accidents from 
various causes, in the city, for a series of years, includ- 
ing sunstroke, suicide, drowning, suffocation, ete., by 
which he shows what a small ratio street-car accidents 
bear to the total of all kinds. For the five-year period, 
1872-1876 the total number of fatal street-car accidents in 
the city was 43, or one to every 23,771 of the population, 
In subsequent five-year periods the total number de- 
creased materially, and in the last, 1892-1896, the total 
was 47 and the ratio one to 38,675. It is shown that there 
are two or three timesas many fatal accidents connected 
with ordinary vehicles (carriages and wagons) as there 
are with street cars. The ratio of accidents on street cars 
to the number of passengers carried is steadily decreas- 
ing. In 1887 it was one to 1,270,325; in 1896 it was one to 
1,941,822. This includes both fatal and non-fatal acci- 
dents. The damages paid by street railroad companies 
of New York City on account of accidents in 1887 
amounted to $107,004. Payments on this acccunt have 
steadily increased, and in 1896 amounted to $218,732. 
This increase has been more rapid than that in the num- 
ber of accidents, the car miles, or the number of passen- 
gers carried. 








The Russi an engineering parties who are surveying in 
Manchuria for the Chinese Eastern Railroad, which is 
to connect with the Siberian Railroad, have been at- 
tacked by organized bands of robbers, whose ordinary 
field of industry is among gold miners in that country. 
The Chinese government is said to have requested the 
Russian authorities to bring their troops over the bor- 
der and chastise these marauders, and accordingly the 
work on the railroad is now prosecuted under the guard 
of Russian Cossacks and chasseurs. This has pleased 
China so much that the Foreign Office has sent the 
Russian commander the order of the double dragon. 
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Some ill-natured people, skeptical as to Russia’s un- 
selfishness, hint that it will probably be a great while 
before the soldiers leave Manchuria. 








NEW PUBLICATIONS. 


A Treatise on Arches. By Malverd A. Howe, Pro- 
fessor of Civil Engineering, Rose Polytechnic Insti- 
tute. New York: John Wiley & Sons. London: Chap- 
mau & Hall, Limited, 1897; 8vo: 344 pages, with 
appendices, tables and index. Price. $4. 

On opening this volume after the usual preface and 
introduction the first thing that attracts the attention 
is the ‘‘nomenclature,” or the symbols used in the 
various formulas, The student will be somewhat taken 
aback to find that this occupies nearly five full pages, it 
requiring most of the letters of the alphabet, both 
capitals and lower case, with various subscripts and 
affixes, as well as a number of Greek letters, to designate 
the quantities used in,the equations. It is found on 
further investigation that a large part of the book is 
filled with deduced and derived equations, and that there 
is little explanatory text. No definitions of the terms 
employed are given, and ithe student must necessarily 
acquire the principle of the subject froma more ele- 
mentary text book. When famiiiar with the symbols 
used, however, the application of the formulas is a com- 
paratively easy matter. All those likely to b2 needed in 
practice are collected in simple form in Chapter II., and 
though this occupies 32 pages, the formula fitting any 
case can be much more readily found than if they were 
only given at the end of each demonstration. The 
numerical work is greatly lessened and facilitated by 
the tables at the back of the book giving tabulated 
values of constants. 

This book, which is one of the most extensive Ameri- 
can works on the subject,” is based upon four funda- 
mental equations demonstrated by Wyrauch in 1879, 
and from these have been deduced formulas for all 
practical cases. A number of new formulas have also 
been introduced. Thearches are of the various hinged 
and nou-hinged types and are subjecced to vertical and 
horizontal luads and changes of temperature. Parabolic 
arches having moments of inertia varying according to 
a constant relation are first considered. Circular arches 
are treated next. After this, symmetrical arches having 
a variable moment of inertia ;are discussed, and general 
formulas are deduced which can be applied to any sym- 
metrical arch, either fixed or hinged, and subjected to 
either vertical or horizontal loads. In some cases the 
reduction of the integrals to a simple form would be 
complicated or even impossible, and for such cases 
formulas are given ina summation form. The applica- 
tion of these requires considerably more work, and, not 
being exact, they are not so desirable as the integral 
form when applicable; but they have the advantage of 
being approximately correct for any form of arch and 
any values of the moment of inertia of the arch rib. To 
illustrate the degree of accuracy of the summation 
method, the values of the horizontalicomponents of the 
reactions and the bending moments at the supports—the 
principal quantities to be determined—are calculated 
for a few cases by both methods, and it is found that 
those given by the approximate or summation form are 
sufficiently accurate for all practical purposes. 

The effect of the axial stress, which is usually 
neglected by American authors, is fully discussed, the 
formulas in nearly every case being deduced both with 
and without it. A number of examples are solved by 
both sets of formulas and a comparison made of the re- 
sults. It is found for arches having a rise of one-fifth or 
wore of thespan that the common formulas are fairly 
accurate when the loads act vertically, but for flat 
arches they give results six or seven per cent. too large. 
For horizontal loads, however, the common method 
gives results much too large. If the rise is less than one- 
fourth the span they are about 30 per cent. in excess. 
But as these loads are usually caused by wind, and the 
stresses produced consequently small in comparison to 
those due to dead and live loads, the common method is 
probably accurate enough for all practical purposes. In 
the ‘* History of the St. Louis Bridge,’’ by .Prof. C. M. 
Woodward, the eifect of the axial stress in determining 
the stresses was omitted. It is shown that this gives 
the horizontal component of the reaction, or thrust, too 
large, and should be divided by 1.19 to give the true 
value, There is also considerable difference in the values 
of the bendiug moments at the supports, but the great- 
est differences occur when the load isso placed that it 
produces small and non important results. 

A comparison is made of four types of arches and the 
relations between the values of the outer forces shown 
graphically. The types are: 1, without hinges; 2, one 
hinge at center; 3, two hinges; 4, three hinges. The first 
uppears to be the most economical for dead and live 
loads, but the stresses due to temperature are the great- 
est. For structures carrying moving loads the second 
and fourth types are not desirable on account of the ver- 
tical vibration. A further comparison is made of the 
first, third and fourth types fora railroad bridge of a 
416-ft. span, and the maximum stresses due to dead load, 
live load, wind aud changes of temperature are shown 
graphically. The relative weights of the three types are 
given as 1.00 for the first; 1.21 for the third, and 1.30 for 
the fourth. This indicates that for large bridges the 
first type is most economical. If there is no moving 

load, as in a roof truss, the fourth type is the most eco- 
nomical, and it bas also the advantage that the stresses 
are the most easily determined of any arch. 

Some interesting information is given regarding 


masonry arches, and some methods of rendering the de- 
termination of the stresses more exact are shown. Chief 
of these is Alexander and ‘Thompson‘s method for 
designing segmental masonry arches, and several exam- 
ples are solved to illustrate its application. 

The results are given of a very interesting series of 
tests, made by the Austrian Society of Engineers and 
Architects, upon arches of 75.4-ft. span, and also on 
small floor arches. These testsconfirm modern theories. 

The appendices and tables fill 84 pages and contain re- 
ductions of integrals used in the various formulas, the 
solution of special cases, tables of constants, etc. There 
are also given in tabulated form the most noted arches 
that have been built with data relating to the same. 
These arches include those of masonry, cast iron, 
wrought iron and steel used for bridges and roof trusses. 
The value of these tables is unfortunately impaired by 
the data being lacking or doubtful in a few cases, but 
on the whole they are fairly correct. This information 
is usually hard to find at the desired moment and the 
tables will be a great convenience for those having poor 
memories for dates and figures. 

The author has not the clearness of expression char- 
actistic of the best writers of text books and as a text 
book the use of this work will probably be limited. It 
is, however, an excellent book of reference. It contains 
such valuable information that it cannot fail to be of 

interest to many engineers and is a worthy addition to 
the literature of the profession. 





Tables for Earthwork Computation. By C. F. Allen, 
M. Am. Soc. C. E., Associate Professor of Railroad 
Engineeriig, Massachusetts Institute of ‘technology. 
Boston: Published by the author. New York: D. Van 
Nostrand Co. Price, $1.50. 

Professor Allen copyrighted these tables in 1893 and 

printed a small edition of them at that time. Within a 

few months he has put them in the hands of the D. Van 

Nostrand Company for publication, and he explains that 

the book has been pre pared for those engineers who pre- 

fer tables to diagrams. Of these tables there are three- 

The first is a table of triangular prisms adapted for rapid 

computation for sections of any base or slope and for ir- 

regular as well as regular sections. Table II. is prismoi- 
dal corrections to be applied to the results taken out by 

Table [. Table III. is a table of level sections for rapidly 

taking out quantities when the center heights alone are 

given. 

Table I. gives the quantities in cubic yards for lengths 
of 50 ft. and heights from one-tenth of a foot to 50 ft., 
varying by tenths, and for each integer of width (16 to 9), 
so that any width of base may be computed by change 
of the decimal point and adding. Table IT. gives the 
quantities for a section 100 ft. long and for Do—D, from 
ij» up to 25, varying by tenths. Table III. gives level 
sections for base 14, 16 and 20 and slopes 114 to 1 and 1 to 
1 in each case. Center heights are given for single feet 
1 to 50 and for tenths. 

The tables fill but 21 pages and 12 pages are given toa 
brief but clear explanation of their use, illustrated by 
examples. These tables are all well arranged and 
printed for reference; the quantities in the vertical col- 
umns are divided into groups of five and the type is 
large and clear. In compactness and elegance of ar- 
rangement these are the best earthwork tables that we 
remember to have seen. 








TRADE CATALOGUES. 





Asbestos Magnesia Steam Pipe and Boiler Cover. 
ings.—The Philip Carey Mfg. Co. has recently issued a 
pamphlet describing insulating coverings. These are of 
many kinds suited to various uses, such as asbestos- 
magnesia molded covering for high pressure steam pipes, 
wool felt covering for hot water pipes, combination 
asbestos and felt covering for low pressure steam and 
hot water pipes. a special wool felt covering for steam 
pipes in wet mines and other damp places, a special cov- 
ering for ammonia and brine pipes, and protection for 
many other purposes. The pamphlet is accompanied by 
a drawing which shows the method of applying the 
asbestos-magnesia block lagging made by the company 
and attaching the Russia iron jacket to locomotive 
boilers. The prices of most of the articles described are 
included in the catalogue. 


The Corn Belt, published at 209 Adams street, Chicago, 
at 25 cents a year, is now in its fourth volume, It gives 
a large amount of interesting information, concisely 
stated, concerning farm lands and the farming industry 
in Missouri, Nebraska and other states traversed by the 
Burlington road. It is essentially an advertising she et 
published by the passenger department of the Chicago 
Burlington & Quincy, but the facts are presented with 
such good taste, and so impartially, that the paper de 
serves to be considered onits merits. Much of the matter 
concerning the farms is in the shape of letters from the 
farmers themselves, which abound in statistics and 
much accurate information about actual life on farms 
in that region, There are numerous direct process 
pictures. The paper contains a special article each 
month during the season on the corn crop, made up 
from the letters of over 500 correspondents. 





Star Brand Blocks.—The Boston & Lockport Block 
Co., of 142 Commercial street, Boston, Mass., has recently 
issued an illustrated catalogue and price list of many 
blocks of special design which are now upon the market. 
The company are making a specialty of metaline, self- 
adjusting five-roller bushed wrought iron, steel and 


wooden blocks, Batt’s patent differential hoists, Loud’s 
patent diaphragm pumps. wire rope blocks and sheaves 
and warehouse trucks, which art included in the con- 
tents of the catalogu. Besides these, trucks of every 
description are illustrated and a price list appended The 
results of tests upon the different blocks are given, add- 
ing to the value of this catalogue. It is well bound 
and printed on good paper, and will be sent by the com- 
pany on application. 





The London & Northwestern Railway has issued 
from its New York office for its American passengers a 
new folder in which, beside the large map showing the 
lines of the company in England and Scotland, there is 
a condensed map showing the connections with the rail- 
roads of America. By squeezing the Atlantic Ocean 
down to about the size of the Irish Sea, the steamship 
connections from Montreal, Boston, New York and from 
Western cities to Queenstown, Londonderry and Liver- 
poolare very clearly shown. The front cover of the folder 
hasa picture of the Liverpool landing stage, from which 
trains of this 10ad take passengers direct to London. 
This folder has much information in small compass. It 
gives fares to principal European cities in United States 
money. 

Detroit Lubricating Co.—We have received from the 
Detroit Lubricating Co., of Detroit, Mich.,a 43-page 
6 x 9 in. catalogue illustrating and describing in detail 
the different kinds of feed lubricators and other oiling 
devices made for stationary engines, hoisting engines, 
steam pumps, gas engines and air compressors. The 
catalogue contains data and a full price list which 
should interest all usersof steam asa motive power. 
The catalogue will be sent on application. 





Axle Light.—The National Electric Car Lighting Co., 
30 Broad street, New York, and Monadnock Block, 
Chicago, issues a very small book of rules for the govern 
ment of employees in charge of lightinstallations. This 
covers operation, inspection and renewals. It includes 
also a brief general description of the system used by 
thiscompany. Electricians and others interested in the 
possible application of axle lighting will be interested in 
the rules. 








Municipal Ownership and Operation of Street 
Railroads. 





(Continued from Page 765.) 

American city of the same population, and you will find 
that the area of the latteris greater and the street rail- 
toad accommodations greater in proportion than the 
former. The English cities average over 15,000 persons, 
and the American cities over 2,600 for each mile of track. 
And yet there are trose who would state that because 
Leeds could operate 27 miles of track successfully, that 
Cleveland with nearly the same eee and area 
could also operate 25 miles of track, nearly nine times 
as many miles of track, also successfuliy. If, therefore, 
the methods of civil service and administration were the 
same in both cities, Leeds could be eminently successful 
and Cleveland a mvaumental failure. 

The experience of France and Brazil with government 
ownership of railroads is not encouraging to the advo- 
cates of the idea that railroads should belong to the 
people at large, and should be operated by officers ap- 
pointed by the government. The South American re- 
public has determined to abandon state ownership of 
railroads, after a thorough test of the theory, and is 
now negotiating with European capitalists for a lease 
of the entire system, comprising 14,000 miles of track. 
When Brazil took charge of the Central Railroad, that 
corporation has paid as high as nine per cent. dividends, 
but under government control it has not only failed to 
earn its expenses, but has cost the peuple $2,000,000 or $3,- 
000,000 a year above its receipts. 

‘The experiment of state ownership of railroads has 
been tried longer in France than in Brazil, and under 
more favorable conditions. The model road there runs 
through well-populated districts, with large cities as 
terminals, but the results in France are discouraging. 
Kighteen years ago a railroad system was constructed, 
whick was to furnish cheap rates for passengers, cheap 
freight for shippers and abundant profit for the state. 
{t has done none of thesethings. At first the advocates 
of the enterprise insisted that only time was required to 
prove the wisdom of the project. Eighteen years have 
—— and the results may he briefly summarized. 

heoretic methods have been abandoned, and the rail- 
road is now managed substantially as are those in the 
hands of private capitalists, except its tariff of rates is a 
little higher, and its cost of operation is considerably 
Jarger. The last report shows that the net return on 
t he wholecapital expended is 1,33, per cent., and even the 
state cannot borrow money for less than 3 per cent. The 
government has every year a considerable deficiency to 
settle, and the people who use the line pay somewhat 
more than they would have done if the enterprise had 
been left to private capital. 

Canada has had an an experience of state ownership 
also, but upon a more limited extent. There the gov- 
ernment owns about 10 percent. of the whole, upon 
which it loses about $500,0U0 annually. 

The raiiroads and their equipments and fares of France 
and Germany, operated by the government, cannot be 
compared with those of England operated by private 
capital; and the manufacture of tobacco and cigars by 
the government of France has produced such vile stuff 
as to be an object lesson to enthusiasts of government 
monopoly. 

Some of the advocates of changing the present state of 
things stop short at the operation of street railroads by 
the municipalities and advocate that the municipalities 
own the tracks and lease them to private capital. They 
are aware of the present condition of our administra- 
tions and dare not go the logical length of their position. 
If our municipalities are so unbusiness-like and corrupt 
in their methods as to be incapable of operating a street 
railroad property then they are also unfit to manage the 
construction of the property ana to make contracts for 
its use. You cannot stop halt way. 

The motive for public ownership abroad is twofold. 
The first has reference to the conditions of the streets. 
Cities have, as a rule, finely constructed and well main- 
tained streets, and in their very proper regard for keep- 
ing them so they desire to control all construction and 
maintenance of tracks. The second has reference to 
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controlling and regulating the method of operation. 
That has proven a failure, and can be accomplished bet- 
ter when granting a franchise. In nearly every case in 
England where the municipality acquired the operation 
of the eget! it did so involuntarily. . 

The City of ‘Toronto, Canada, is the only example in 
this country of public ownership and private operation. 
‘The conditions and contract there please the theorists 
and the street railroad company and all are happy. 
The municipality constructs the concrete bed for the 
tracks, supplies and does all paving, and 1emoves all 
plowed snow. ‘Ihe compensation which it receives per 
mile of track is much less than that paid in some 
states by one company for running over the tracks of 
another company. Percentage of receipts, rates of fare, 
etc., should be looked upon as nothing more nor less 
than a premium for which the operating company re- 
ceives a monopoly. Competiticn and the fear of it are 
completely shut out. Single fare and transfer carry a 
passenger only to the suburbs, Those voing to and 
from the suburbs pay extra fares, and as the city grows 
in population, it will become as congested as foreign 
cities, or the people will be compelled to pay extia fares 
to get toand from suburban homes, Such conditions 
exist nowhere in the United States. t 

The conditions with respect to Toronto and its sub- 
urbs suggest a practical problem in the United States 
should municipalities desire to acquire street railroad 
properties. Usually abroad street railroads are operated 
within the limits of the municipality as at Toronto. 
Should the lines be extended further additional fares 
are charged. In the United States on the contrary, in 
nearly every instance the street railroad extends be- 
yond the city or town limits and usually only a single 
fare is charged. Sould a city obtain the street railroads 
within its own jurisdiction an interesting problem is 
opened with respect to the owner of the balance of the 
property; and in case the balance of the property should 
be acquired by the other towns through which the lines 
may be operated, as to division of ‘‘ spoils” profits_and 
losses. It may result as it did in Birmingham, Eng- 
land, in the price of gas. That city provides its own gas 
and charges suburban towns 50 per cent. more than it 
charges its city consumers, 








Record Discipline on the Erie. 


Suspensions of employees have been abolished on all 
the lines of the Erie Railroad, including the Chicago & 
E:ie and the New Jersey & New York. The circular to 


employees reads: 

1. On Nov. 1 the system of ‘Discipline by Record” for 
permanent employees will be put into effect on these 
roads. Discipline will be maintained by charges agaiust 
employees’ record or by dismissal from the service. 
While the past record of employees cannot be entirely 
ignored, hereafter an individual ‘account will be opened 
with each employee in a book Kept specially for that 
purpose in the Superintendent’s office. » 

2 Such acts as disloyalty, intemperance, dishonesty, 
gross carelessness or serious offenses of like nature will, 
as at present, be considered a sufficient cause for dis- 
missal. 

3. A charge will be made on the Record Book for 
every case of neglect of duty, violations of the rules or 
regulations, accidents not meriting dismissal, improper 
conduct, etc. Instead of suspension (except for investi- 
gation) the employee will be allowed to continue at 
work. Employees found blameless under investigation 
will be paid for time lost, the same as at present. 

4. No charges will be recorded against an employee 
without a thorough investigation and notice given to 
the person affected. This record will be a private one, 
and employees will not be shown any record therein ex- 
cept their own. A transcript of an employee's record 
will be given him on application. 

5. When the record against an employee becomes such 
as to demonstrate his unfitness for the service he will be 
dismissed. : . ? 

6. Special credit will be given on an employee’s record, 
and may also be bulletined, for notably excellent con- 
duct, good judgment in emergencies, loyalty, etc. 

7. Record bulletins will be issued by the Superintend- 
ent from time to time, as may be necessary in the inter- 
est of discipline, on bulletin boards provided for that 
purpose. These bulletins will contain facts and conclu- 
sions and only such comment as is applicable. Names 
will not be mentioned in these bulletins; the chief ob- 
ject being educational. 

8. Employees amenable to the rules of other com- 
panies will be subject to such company’s form of discip- 
line, and such record will be made against our employees 
as the offense may warrant. : ; 

9. Co-operation on the part of employees in this mat- 
ter will be of bron assistance in producing good results, 

nd to this end correct accounts of mishaps occurring on 

the road should be furnished by the parties interested. 
We shall thus secure a higher state of efficiency by judg- 
ing each case on its merits; enable the employee to gain 
in self-respect, in loyalty, watchtulness and zeal for the 
employer’s interest, an establish discipline in which 
the element of force is net: predominant; become ac- 
quainted with such cases as may be bulletined, and learn 
irom them the lesson that is taught by the failure of 
others; avoid loss of time and-earnings; develop a feeling 
of conticence and security which will benefit and en- 
courage the good men, while those who are habitually 
careless and indifferent will be dropped trom the ser- 
vice. 








The Oval Brakebeam. 





The engravings show a brakebeam which has been 
designed and patented by the Oval Brakebeam Co., of 
Philadelphia, and which is now on the market, One 
of the engravings shows the regular, inside-hung brake- 
beam and the other the outside or body-hung beam 
with the application of the finger guard and safety 
chain device. 

It is claimed for this design that, being elliptical in 
cross-section, it has great strength in all directions and 
that no truss rods are required. Also that when sus- 
pended it is evenly balanced and no chains or hooks are 
required to keep the brakeshoes in proper position. It 
is believed that owing to the shape of the brakebeam 
it is less liable to collect dirt, water, snow, etc., and that 
the injurious drippings from a refrigerator car are not 
so likely to stand on it and corrode it as on some other 
iurmsot metal brakebeams. The standard section from 
which these are made is rolled especially for this pur- 
pose and it is claimed that the thicknessand distribu- 


tion of metal are such as to give a lateral stiffness not 
possessed by other beams. Mechanical and servic? tests 
on passenger and freight cars and locomotives have 
given good results. 








The CG. P. A.’s Other Side. 





At the annual meeting of the General Passenger and 
Ticket Agents’ Association in St. Louis last week the 
address was by Mr. P.S. Eustis, of the Chicago. Bur- 
lington & Quincy. Heintimated that the general pas- 
senger agent generally held too exalted an opinioa of 
himself, and said, among other things: 


“The addresses we have made to ourselves, though 
upon varied subjects. have customarily contained a very 
pleasant flattery. ‘They have described the general pas- 
senger agent in high terms of praise, lauded his chief 
attributes, and set forth his magnificent achievements. 
For a change it would be wholesome for us to consider 
ourselves from a totally different point of view, A cer- 
tain self-respect is commendable, but would not a little 
more modesty better become men, who, however, high- 
sounding their titles, are merely hired hands, employed 
to direct a business organized for the purpose of making 
money ? 

*‘In no business do they so recklessly reduce the selling 
price of their goods and so carelessly ignore the costas do 








The Oval Brakebeam. 


we. A very large part of the passenger traffic is handled 
ataloss. ‘This criticism applies to those in the East as 
well as in the West, even to some railways that show a 
rofit on passenger business, which, however, is not as 
arge atit should be. Until the General Passenger Agent 
has exhausted every resource in his efferts to make the 
assenger business profitable it is with poor grace that 
te endeavors to explain why things are as they are. 

‘‘We give better passenger service in this country for 
less money than do the railroads in any other part 
of the world. The result is unprofitable. There are 
two causes for this bad showing, the over-expensive 
service rendered and the low price accepted for it. 
Who is to blame for the very expensive service ? 
Surely not the traveling public nor the stockholder. 
We must, th2refore, hold responsible either the Manager 
or the General Passenger Agent. Nowis it not a fact 
that when the General Passenger Agent speaks of his 
troubles he will tell you that his hard-hearted Manager 
has so far refused to quicken the time of No.1 three 
hours? Has he not refused to put five more expensive 
men in the field? Has he not declined to put on an aa- 
ditional train? Has he not failed to build new and 
more expensive stations,to put on new and more ex- 
pensive equipment? In fact, isit not the Manager who 
stands between us and the annual expenditure of thou- 
sands of dollars? I know and sincerely admire the 
General Passenger Agent whose mighty brain conceives 
and consummute wit presents plans for the reduction of 
service and expenses on the other road, but where is he 
whose reckless Manager wants to spend a lot more 
money on a business already unprofitable? Who is the 
short-sighted Manager who will not permit the General 
Passenger Agent to withdraw from service trains that 
really do not pay, who insists that he shall continue ex- 
pensive practices that do not bring adequate return in 
new revenue? 

‘‘Now, asto revenue. The average rate is too low 
and that is a field in wbich the general passenger and 
ticket agent is the only expert. He cannot say that his 
manager has had such hand in the rates as to force him 
against his better judgement to make them lower than 
they should be. It has been said that the public is to 
blame for the low rate, legislatures having passed laws 
limiting the maximum race at a lower figure than it 
should be. While there is some truth in this, I think 
we can dispose of the point by recalling the argument 
we have so frequently made to show that railways vol- 
untarily reduce rates from time to time more than the 
legislatures do. True, the traveling public, often act- 
ing asa unit, as through a convention committee, for 
instance, make unreasonable demands upon the rail- 
roads, but these people are generally fair minded and 
will recognize the fact that a railway is organized for 

rofit. and concede that the fare should not be reduced 

rom $20 to $10, from $1 to 50 cents, if the result is to be 
less net revenue from the business carried. It is not sur- 
prising that people so seldom consider that phase of the 
reduced rate question when it is so seldom presented to 
them, and when upon the merest suggestion there is al- 
Ways some one ready to offer even better rates than 
were asked. : 

‘Travelers fully prepared and perfectly willing to pay 
the tariff price have often been surprised to find the 
transportution offered them for less, until it isnow their 
common practice to “‘shop’’ about in the belief that 
they may get the tickets they want for less than first 

rice. 
m ‘*‘Large sums are annually wasted in excessive commis- 


sions, in advertising for transportation, in unnecessary 
ve luctions of rates for excursions and conventions, and 
in many other ways. The greater part of all this is to 
meet competition which does not always exist, and when 
it does might with profit be ignored. The annual outlay 
in transportation for advertising is enormous and that a 
proper value is not put upon it is quite evident when 
you talk to the up-to-date solicitor, who says, ‘I don’t 
want cash, I can take this in transportation.’ He shows 
plainly that he thinks the transportation worth nothing 
to the railroads, and he has our warrant for it. 

**Much that we hear about the practices of our com- 
p2titive neighbors is untrue, in whole or in part, and to 
meet the competition often results in more loss than 
there would be iz ignoring it. Many of our independent 
actions, while entirely defensible of themselves, and ap 
parently profitable, logically lead to somewhat like 
steps by our neighbors, until the effect has spread from 
practice to practice and point to point, finally coming 
back upon the original mover with disastrous effect. In 
such cases it is often hard to recognize the effect as the 
consequence of the original apparently innocent cause, 
but the railways of this country are so easily affected 
one by the other, and the movements of oneso often lead’ 
to disastrous effects upon all, that it behooves the Gen- 
eral Passenger Ageat of this day to consult more the in 
terests of his neighbyr and refrain from independeit 
action: . Oc 








Exhibits at the Niagara Falls Meeting of the A. S.R. A. 


Tn our last. issue we gave the names of many of the exhibit- 
ors at the recent meeting of the Americas treet Railway 
Association. The following completes the list: 

Charles F, Agerd, Hartford, Conn.—The Agerd swiveling 
door hanger for supporting ard guiding sliding or rolling doors 
or shutters which are adjacent to the angles of the vestibule 
on street cars. 

Albany Lubricating Compound & Cup Co., Albany, N. Y.— 
Samples of the Albany grease for lubricating purposes. 

H. B. Camp Co., Aultman, O.—Samples of unaerground con- 
duit for feeder wires for electric roads. 

Central Union Brass Co., St. Louis, Mo.—Commutator seg- 
ments, special] line insulating materials. 

Clonbrock S:eam Boiler Co., Brooklyn, N. Y.—Model of the 
Morrin Climax water tube boiler and a number of large photo- 
graphs showing installations of Morrin boilers in different 
parts of the world. One of these boilers furnishes all tbe 
power for the Tennessee Centennial Exposition at Neshville, 
and the company has received a contract to furnish a similar 
equipmen! for the Trans- Mississippi ana Internationa! Expo- 
sition, to be held at Omaha, Neb., in 1898. 

Columbia Machine Works, Brooklyn, N. Y.—Samples of 
electric railroad supplies, including commutators, dropped 
forged coppei bars, trolley wheels, fuse boxes, bearings and 
car trimmaing:. 

Dayton Automatic Car Switch Co., Dayton, O.—Model of 
car showing operation of an automatic switch which is moved 
by pushing a knob placed n¢ar the motorman’s foot. 

J. ©. Dolph & Co., New York City.—Forest City protected 
rail bonds; assembled copper and mica segments for railroad 
motor commutators; roil-dropped and drop-forged cou:mu- 
tator bars; all types of commutators for motors and other 
general supplies. . 

F. W. Darlington, Philadelphia.—Photographs of electric 
fountains of recent construction, including those in Brooklyn, 
Philadelphia and Chicago. 

General Electric Co., Schenectady, N. Y.—In addition to the 
list of exbibits of this company given in our issue of Oct. 15, 
page 733, the following may be noted: New G. E. 57 motor, 
such as described and illustrated last week; two G. EK, 52 
armatures arranged to show armature construction; mica 
shown as used in motor construction; the K. L Q. and M. 
types of circuit breakers with magnetic blowout; switcb- 
board containing static ground detector; Thomson’s inclined 
coil instruments of the portable and swilchboard types; Thom- 
son’s arc awmeter; asta'ic ammeter; G. 2 astatic recording 
Wattmeter for measurements of the ou put of a station; 
portable indicating Wattmeters; pocket ammeters and volt 
meters. The company had its headquarters in one of the 
small pariors of the International Hotel, where an X ray 
exhibition was given. Platino cyanide of barium was ured 
ov the screen, which wa3 12 in. square, 

C. E. Green, Niagara Falls, N. Y.—Insulating material and 
othe: supplies for bigh tension currents. 

Hope Electric Appliance Co., Providence, R. I.—Instantane- 
ous ‘make and brake” safety knife switches, 

Joyce, Cridland Co., Dayton, O.—Samples of compound lever, 
screw and hydraulic jacks, 

Kauffmin-Conkell Co., C.nton, O.—Cut-off and emergency 
device, which renders a broken trolley wire harmless. This 
requires an emergency wire placed a short distance above the 
troiley wire, connection with whizh caa be made in case of 
breakage, thus carrying the car over the broken ~pprtiop, 
avoiding delays in traffic, } 

Lombard Water Wheel Governor Co., Boston, Mass.—Water 
SS steam engine governors for maintaining constant 
output. 

D. N. Long, La Salle, N. Y.—Models of the Niagara acetylene 
headlight for trolley cars and locomotives. 

William T. C. Macallen Co., Boston, Mass.—Apparatus for 
span wire construction insulators and other line material. 

Mitchell ‘'empered Copper Co., Corry, Pa.—Samples of pure 
copper castings for electrical purposes, including c :mmutator 
bars and segments. 

McMullen Woven Wire Fence Co., Chicago, Ill.— Full-size 
sec.ions and models of the McMullen cable ana spiral +pring 
fences for railroads. The latter was described in our issue of 


Sept. 17. 

Tne Paper Vending Machine Co., St. Louis, Mo.—Automatic 
machine whereby the passengers can secure a daily paper 
from a rack placed in the car and opera'ed on the “‘nickel-in- 
the-slot” principie. 

Pettingell, Andrews Co., Boston, Mass.—Switches of all 
— cars and are lamps. (Other exhibits given last 
week. 

Rochester Hose Bridge C»., New York City.—Hose bridge 
placed on the tracks of the street-car line near convention 
hall, showing the methcd of avoiding delays in case of fire 
due to a hose line crossing the tracks. 

L A. Sayer & Co., Newark, N J.—Full line of punches for 
condus ors. 

EK. P. Sharp, Buffilo, N. Y.—Large assortment of second- 
hand uninjured material and railroad supplies, 

The Simonds Mfg..Co., Pittsburgh, Pa.—Samples of malle- 
able steel gears wth hammered sieol pinions. 

J.Siuclair, Caledonia, N. Y.—Ful!l tiz2 working model 
with attachments of Sinclair’s automatic coupling, especially 
adapted for traction cars. Thisis anew coupler for regular 
pole and rigid coupling. 

Standard Thermometer & Electric Co., Peabody, Mass.— 
The Upton Midget enclosed arc lamp for street railroad cir- 


cuit. 

Walker Company, Cleveland, O.—This company cccupied a 
spice next to the General Electric exhibit and sbowed the fol- 
lowiog apparatus: A double 4A equipment, including tuo 
30 H. P. Walker motors on a Peckham truck with electric 
brake covtroller. This controller, designated as type J 2. 13 of 
the well knowa design, and in stopping the car the mocars ale 
converted | into generators, the current developed being 
absorbed in a rheostat and the pole of the fields on the 
armature producing the necessary braking effect. The con- 
tacts are airanged so that the b akes can be applied graa- 
ually or quickly. The Walker 10S double equipment was 
also shown. ‘I'wo No. 25 Walker motors of 200 H. P. each, on 
a McGuire’s standard truck for elevated railroads. A 150 
KW. Walker generaior for street railroads designed for a 


500 volt winding and has eight poles. A two N 20 H., P. moto 
designed for narrow gage work wasalso showo. A 25 KW. 
generator wWeizhing 4,200 lb-. with a possible output of 200 


amperes at 125 volts and with a speed of 300 revolutions per 
minute was also exhibited. A switchboard for two 225 KW. 
railroad generators with four feeder ciicuits, with necessary 
amme'ers, switches, lightning arreste:s and rheostats:; 
solenoid biow-oul controller, having five running positions 
arranged for uniform gradations, all complete and designcd 
80 that a motor can easily be cut out if disabled.Jwe:e cluded 
among the exhibits. In the controller the conducting core 
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renders it. impossible for a ground to develop in the solenoid 
circuit. Six Walker 100 H. P. enclosed arc lamps for 110 volt 
circuit were also shown. 

Wendell & McDuffie, New York City.—Samples of the 
Bowen face protector for motormen and gripmen. 

Wheeler flector Co., Boston, Mass.—Oil and electric 
headlights with Wheeler reflectors for electric cars. : 

Westinghouse Electric & Mfg. Co., Pittsburgh, Pa.—This 
company made a large exhibit in which was shown seme 
very excellent apparatus and machines, of which the follow- 
ing may be noted: Tank hghtning arrester of 900 amperes 
capacity; 1,000, 600 and 450 ampere single pole circuit break- 
ers; 600 ampere triple pole washer switch; 300 ampere triple 
pole, double throw, quick break-washer switch; 300 ampere 
double pole, quick break, washer switch with 500 volt fuse, 
also similar device for 600 amperes and with a single pole; 900 
ampere single pole and a 600 ampere single pole, double throw, 
quick break washer switch; 300 ampere double pole washer 
switch of 5U0 volts; street car choke coil and street car 
canopy switch; line lightning arrester No. 5,795 and No. 


1,835 and station lightning arrester style No. 1,836; 
25-ampere double pole washer switch and _ street 
car lighting switch; alternating current constant 


potentia! arc lamps; B3, B4 and K14 controllers; No. 12A rail- 
road motor of 25 H. P. and No. 49railroad motor of 35 H. P. 
both with 500 volt circuit and No.38B railroad motor of 50 
H. P., also fora 500 velt circuit. A well-finished piece of 
workmanship was shown in the booster outfit consisting of a 
compound motor of 1460 H,. P.on the same bed plate with a 
seriesgenerstor of 300 KW, Thisis one of five which has 
been made for the Columbia & Maryland’ road. The exhibit 
also included a large number of photographs of some of the 
principal installations made by the company. 








TECHNICAL. 





Manufacturing and Business. 

In our issue of Oct. 15 we noted the incorporationof the 
Schmick Patent Car Rail & Rail Joint Co., of Hamburg, 
Pa., for the purpose of making cars, rail joints and 
other railroad appliances patented by Henry J.Schmick, 
of Hamburg. The following officers have been elected: 
President, John M. Kutz,"Mahanoy City; Vice-President, 
P, L. Diener, Hamburg; Secretary, Solomon K. Hoff- 
man, Hamburg; Treasurer, Evan L. Shomo, Reading. 
The company is capitalized at $1,000,000. 

The Ironton Cross Tie Co., of Ironton, O., received 
orders last week for 40,000 cross ties for the Lehigh 
Valley, 35,000 for the Cincinnati, Hamilton & Dayton 
and 200,000 for the Lake Shore & Michigan Southern. 

The Berlin Iron Bridge Co., of East Berlin, Conn., 
has received a contract to build an extension to the 
forge shop of the Collins Co., of Collinsville, Conn. 

The Ensign Mfg. Co., of Huntington, W. Va., has re- 
ceived an order for two Russell snow plows for the 
Northern Pacific Railroad, 

The Brownell Car Co., of St. Louis, ‘Mo., which went 
into liquidation July 25, is to be reorganized shortly 
and it is expected that the plant will resume work 
Nov. ]. 

The Consolidated Pneumatic Tool Co., with office at 
Room 1404 Bowling Green Building, tl Broadway, New 
York City, has been incorporated under the laws of 
New York State with # capital stock of $150,000, for the 
purpose of making and dealing in pneumatic tools and 
air compressors. It bas bought the pneumatic tool 
plant of Wm. Wolstencroft’s Sons & Co. at Frankford, 
Philadelphia, Pa., and also the patents of the Wolsten- 
croft pneumatic tool which was illustrated and de- 
scribed in our issue of July 10, 1896; also all the patents 
of the Keller pneumatic tool heretofore made by the 
C. H. Haeseler Co., of Philadelphia. The Directors and 
officers are: John Evans, Peter-Gray, O. W. Norcross, 
H. B. Torrey, Geo. Cohen, Geo. Hartford and W. P. 
Pressinger. President, Peter Gray; Vice-President, 
Geo. Hartford; Secretary, W. P. Pressinger ; Treasurer, 
John Evans, and General Mager,Geo. Cohen. The tools 
will be made at the factory in Frankford. 

The New England Construction Co. of East Everett, 
Mass., is making extensive improvements toits plant for 
the purpose of making columns and girders for steel 
buildings and to do all classes of bridge work. -Walter 
B. Douglas has been appointed Chief Engineer and Gen- 
eral Manager. 

The Lidgerwood Mfg. Co. has perfected a new hoist- 
ing engine which is known as the Lidgerwood safety 
derrick engine, patented. A double drum engine, with 
two 64 x 8 in. cylinders, is now on the floor of the Lid- 
gerwood Mfg. Co.’s warerooms at 96 Liberty street, this 
city, where contractors and others are invited to call 
and examine it. 

The Norfolk & Western has arranged with the Galena 
Oil Work, Ltd,, of Franklin, Pa., for the lubrication of 
its entire equipment. 

The Standard Railroad Signal Co., of Arlington, N. J., 
announces that H. S. Pfeil isno longer General Agent 
of the company. 

On Oct. 14 contracts were awarded by the Commis- 
sioner of Public Works, Chicago, for a 30,000,000 gal. 
pumping engine forthe Fourteenth street station and a 
14,000,000 gal. engine for the Sixty-eighth street sta- 
tion. Both contracts were let to the Holly Company at 
a cost of $138,074. These engines will be a part of the 
improved water service for Chicago, of which mention 
is made elsewhere in this issue. 

The Electric Third Rail & Equipment Co., of St. 
Louis, Mo., has been organized with a capital stock of 
$250,000. H. H. Mcllhiney, Benjamin C. Seaton and 
Dempster Wishart are among the incorporators. 

The Railway Street Car Indicator Co. has been formed 
at Edenton, N.C., by H. I. Donnan, W. G. Summerell 
and B. E. Byrd, to make and sell machines to indicate 
the stations along street and steam railroads. The cap- 
ital stock is $100,000, 

The Putnam Machine Tool Co., of Portland, Pa., has 
been incorporated under the laws of Pennsylvania with 
a capital stock of $50,000. The incorporators are: Jon- 


athan Moore, M. Bethel; John I. Miller, Portland; 
Edwin Lewis, Philadelphia; Frank L. Howe, Stoning- 
ton, Conn.; W. C. Edgett, South Bridge, Mass. 

iron and Steel. 


The sale of the plant of the Wellman Iron & Steel Co. 
at Thurlow, Pa., Oct, 16, resulted in its being bought by 
Samuel A. Crozer, representing the second mortgage 
bondholders. 

The Bingen blast furnace plant of the Bethlehem Iron 
Co. at Bingen, Pa., and the Neal furnace at Bloomsburg, 
Pa., have been sold and will be dismantled. 


The Coronet Steel Co., of Catasauqua, Pa., which re- 
cently acquired the plant of the Catasauqua Mfg. Co., 
will enlarge and improve the plant to make steel cast- 
ings, ingots, blooms, billets, bars, rods and plates. 

The Carnegie Steel Co., Ltd., of Pittsburgh, Pa., is 
putting in at its Duquesne steel works a large Bessemer 
blowing engine made by the Edward P. Allis Co., of 
Milwaukee, Wis. It is of the horizontal, duplex, cross- 
compound, condensing type with two 76-in. air cylinders 
and 46-in. high and 88-in. low pressure steam cylinders 
with 60-in. stroke. The engine is capable of delivering 
2,800 cn. ft. of air per minute, ata pressure of 30 Ibs. to 
the square inch. The main shaft is 24 in. in diameter in 
main bearing and 26in. in diameter at the wheel pit. 
The flywheel is 30 ft. in diameter and weighs 125,000 lbs. 
The machine is supplied with a Reynolds independent 
improved 36 x 16-in. air pump and jet condensers. 

The Andrews-Hitchcock furnace at Hubbard, Pa., will 
be put in blast Nov. 1, after ‘an idleness of about two 
years. 

The furnaces and shopsof John H. Bass, of Fort 
Wayne, Ind., in Chicago, St. Louis and Fort Wayne, 
have been consolidated into one corporation with a cap- 
ital stock of $2,000,000. 

The Pottsville Iron & Steel Co., of Pottsville, Pa., is 
inviting subscriptions to $100,000 of first mortgage six 
per cent. gold bonds (the total issue of which is $350,000, 
secured by all the property and franchises now owned 
or hereafter to be acquired by the company), the pro- 
ceeds to be used in enlarging and improving the works. 

The new skelp department connected with the Oley 
street mill of the Reading Iron Co., at Reading, Pa., has 
been finished and will soon be running. It has been in 
course of building several years and is said to have cost 
more than $100,000. 

At a meeting of the new Standard Steel Co., held in 
Pittsburgh Oct. 23, the following officers were elected: 
President, Wm. McGinness; Secretary,’James M. McNeil, 
and Treasurer. P. R. Burgan. Plans have been pre- 
pared for building a large plant. The capital stock oj 
the company is $500,000, 

The plant of the Bellaire Steel Co. at Bellaire, O., 
started up Oct. 21 after an idleness of one week, caused 
by a strike. The terms of the employees were not met by 
the company, and their places have been filled by non- 
union workmen. 

The J. Wood & Bros. Co., of Conshohocken, Pa., is ad- 
ding athree-high 72-in. mill to its works. A new engine 
is also being built for the plant by R. S. Newbold & Son, 
of Norristown, Pa. It will have 32x54 in. cylinders and 
a fly-wheel 25 ft. in diameter. 

The new rolling mill company which is the result of 
the strike at the Scottdale Iron & Steel Co.’s plant was 
organized at Scottdale, Pa., Oct. 25. The capital stock 
is $125,000 and the Directors are: A. L. Keister, J. W, 
Ruth, A. C. Overholt, J.S. Parker, M. A. McCombs, of 
Scottdale; P. F. McCann and James Bennett, of Greens 
burg. A. B. Pickard, Cashier of the First National 
Bank of Scottdale, was elected Treasurer. The Direc- 
tors expect to shortly begin work on a new plant. 


New Stations and Shops. 


The authorities of Hutchinson, Kan., have voted to 
issue $35,000 in bonds to aid the Hutchinson & Southern 
Railroad to build a Union station, roundhouse and ma- 
chine shops in Hutchinson. 

In our issue of Oct. 15 we referred to the building of a 
new passenger station at Yoakum, Tex., by the San 
Antonio & Aransas Pass Railroad. The building will be 
two stories high, of cream-colored brick made at Cal- 
averas, Tex., and trimmed with red brick. The ground 
floor will be occupied by two waiting rooms 30 x 30 ft. 
each; adining-room 30 x 35 ft., and a baggage-room 
occupying a joint space of 30 x 30 ft. Between the wait- 
ing-room, on one side, and the dining-room there will be 
a passageway from the street to the tracks 12 ft. wide, 
and a similar passageway between the other waiting- 
room and the baggage and expressroom. The upper 
floor will be occupied by officers of the company. The 
work is being done under the supervision of Mr. Wm. 
Berry, Superintendent of Buildings. 

The Fremont, Elkhorn & Missouri Valley Railroad is 
building a new passenger station at Lincoln, Neb. It 
will be 40 x 125 ft., with a baggage-room 25 x 80 ft., of 
Kasota stone and red pressed brick with terra cotta 
trimmings. A part of the building will be two stories 
high for use as offices. A large projecting shed 30 ft. 
wide will be built on the north side. The station will 
be heated by steam and lighted by electricity. The gen- 
eral contractors are Grace & Kelly, of Lincoln, who are 
required to finish the work by February, 1898. It will 
be used by both the Fremont, Elkhorn & Missouri,Valley 
and Missouri Pacific roads. 


The Chicago, Burlington & Quincy will build a small 
station at Louisiana, Mo. 


Work has been begun on the superstructure of the 
new shops of the Missouri, Kansas & Texas, at Sedalia, 
Mo., for which the contract was awarded to J. A. Daly, 
of Nevada, Mo., as stated in our last issue. There will 
be 18 buildings in all, the principal buildings being as 
follows: Passenger paint shop, with stock room, 150x 
164 ft.; machine shop, 60 x 175 ft.; freight car shops, 110 x 
244 ft., with 12 tracks and a capacity for 24 cars; black- 
smith shop, 60x 125 ft.; engine and boiler house, 50x 100 
ft.; wood mill, two stories, 80x 150 ft.; passener erecting 
and upholstering shop, five tracks, 100x 146 ft.; store- 
room, two stories, the upper story to be used as offices, 
40x 80 ft.; oil house, 27 x38 ft.; dry kiln, 25x40 ft.; trans- 
fer table pit, 80 X 725 ft., and several smaller structures. 
All the buildings are to be finished before June 1, 1898. 

Purdue Laboratory. 
The equipment of the Mechanical Laboratory, Purdue 
University, has been increased by the addition of a 100. 
H. P. tandem compound stationary engine, built by the 
Ridgway Dynamo & Engine Co.; the cylinders are 84¢ in. 
and 14 in, in diameter by 12-in. stroke. Also a 2,000,000-gal. 
water-works pump, which has been in use by the city of 
La Fayette fora period of 25 years, has been installed 
both for exhibition purposes and for real use in the 
laboratory. A 50-K.W. generator, now building by the 
General Electric Co: for the electrical department, wil! 
have a specially wouud armature, which will give either 
monocyclic or two-phase currents; the voltage will be 
1,150. 
New Steamer for the Florida East Coast. 
A new steel steamer, the Miami, built for the Florida 
East Coast Railroad for service between Miami, Fla., 
and the Bahama Islands, was launched at the yards of 
the William Cramp & Sons Ship & Engine Building 
Co. in Philadelphia Oct. 28. It is 240 ft. long, 40 ft. 
molded beam, 22 ft. deep from top of upper deck to 
keel, with a main deck of 14 ft.,a main draft of 9% ft. 
and a displacement of 1,150 tons. The vessel will be 
schooner-rigged, with two funnels, and has a guaran- 
teed speed of 16 knots an hour. The propelling machin- 
ery consists of two vertical inverted triple expansion 
engines, driving twin screws, steam to be supplied by 
four return tube boilers of the Scotch type. The indi- 
cated horse power will be about 1,600. There will be 
two decks and three tiers of staterooms to accommo 
date 120 passengers. ‘The vessel is furnished with dupli 
cate generating plants for lighting purposes. 
The Brake Shoe Testing Apparatus. 
We have spoken more than once recently of the possibil- 
ity that the brake shoe testing apparatus now at Wil- 
merding might be installed in one of the technical 
school laboratories, say, for instance, at Purdue. We 
are informed that the matter is under consideration by 
the M. C. B. Committee and that the Westinghouse peo- 
ple are willing to surrender any rights that they have 
in case the apparatus is taken to a proper laboratory. 
Creosoted Lumber for New Orleans Drainage 
System, 


The New Orleans Wood Preserving Works, of New Or- 
leans, La., have been awarded a contract to furnish creo- 
soted lumber permeated with the greatest possible 
amount of creosote oil, for the new drainage system of 
New Orleans It will be treated by the regular process 
of the company, which will necessitate building a num- 
ber of additions to its plant. 
The Webb & Thompson rain Staff at Kansas 
City, 
The introduction of the Webb & Thompson train staff 
on the Chicago, Milwaukee & St. Paul, where it crosses 
the Missouri River, near Kansas City, was noticed briefly 
in the Railroad Gazette of Oct. 15. The length of line 
over which trains are operated by the staff at this point 
is about 144 miles and this section is used by the trains 
of the Kansas City & Northern Connecting Railroad, a 
line built by the Kansas City, Pittsburgh & Gulf to con- 
nect with the Quincy, Omaha & Kansas City at Pattons- 
burg, Mo. At eachend of the staff section the operator 
admits trains by a semaphore, and delivers the staff to 
the engineman by means of a crane similar to a mail 
crane. This crane, made by the National Switch & 
Signal Co., makers of the staft apparatus, is similar to 
that in use on the Chesapeake & Ohio, which has been 
described in the Railroad Gazette. In each case an en- 
gineman approaching the staff section encounters the 
signal before he comes to the staff crane, and if the 
signal indicates that he has the right to proceed he takes 
the staff without stopping. 
Projectile Contract. 


On Oct. 20 the Carpenter Steel Co., of Reading, Pa., re- 
ceived a contract to furnish the government with almost 
$160,000 worth of armor-piercing projectiles, to be held 
in reserve for use of the navy. The contract calls for 
2,000 13-in. armor projectiles, the half-ton kind used on 
the battleships, for which $370 each is to be paid, the first 
lot of 10u to be delivered within 90 days, and the remain- 
der within nine months, the period for the whole con- 
tract, however, to be reduced to five months if demanded 
by the United States, according toa special provision of 
the instrument. There are 667 six-inch projectiles, t« 
cost $38 each, of which 200 are required in 60 days and 
the remainder in six months, and there are respectively 
2,000 and 1,400 4 and 5-in. projectiles at $16 and $20.5! 
each, of which 200 are to be finished in 75 days and the 
remainder in nine months. The projectiles are all to be 
of hardened steel, with soft metal caps. 
Steel Pier for Atlantic City. 


Plans are being drawn for a new steel ocean pier for 
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Atlantic City, N. J. James H. Windrim, of Philadel- 
phia, was chosen as the architect and John A. Patterson, 
of the same city, engineer in charge. 

Iron Pipe tor Japan. 
Prices are being asked on 7,000 tons of iron pipe for use 
in connection with the new water-works at Kobe, 
Javan. Prices ar_ being asked of British and German 
as well as American pipe makers. 

New Pumping Station for Asheville. 

The Board of Aldermen of Asheville, N. C., will re- 
ceive bids until Nov. 12 for building a new pumpivg 
station on the Swannanoa River and furnishing it with 
one horizontal triple expansion, direct acting, duplex 
condensing engine, capable of delivering 1,500,000 gals. 
of water in 24 hours against a total head of 198 Ibs. per 
square inch, and one boiler of sufficient power to drive 
the pumping engine at its full cavacity. 

Ordnance Bureau and Government Armor Plant, 
In his annual report Capt. Charles O’Neil, Chief f the 
Bureau of Ordnance, states that, in the opinion of the 
Bureau, the governmentcan buy armor more cheaply 
than it could make it, and regards the making of armor 
“‘as a proper adjunct to a great commercial steel plant. 
Foreign practice confirms this view, and even should 
the department acquire a plant of its own the chances 
are that it would be at a great cost, and that it would 
lie idle a large part of the time, and thus suffer great 
deterioration, and that the expense and difficulty of op- 
erating it when needed would more than offset any ad- 
vantages gained by such ownership. The armor manu- 
factured during the past year is of uniform and 
excellent quality. The high standard of face-hardened 
armor, the manufactare of which originated in this 
country, has been maintained, and the bureau is confi- 
dent that the armor made in this country is equal to and 
probably superior to any yet put afloat abroad.” 

Reservoir and Pumping Plant for Augusta. 
Sealed proposals will be received by the Board of Water 
Commissioners of Augusta, Ga., until Nov. 9, for 
building the new water-works and furnishing material 
forsame. The work will consist of a reservoir of 50,000,- 
000 gals. capacity, filter plant of 6,000,000 gals. capacity, 
pumping machinery 12,000,000 gals. capacity, with tur- 
bine wheels, flumes, draft tubes, etc. There will be 
required approximately, 5,800 tons of cast-iron pipe and 
specials and 18,700 lin. ft. of 30-in. steel riveted pipe ; 
pumping station, filter house, pipe laying foundations, 
etc. 

Pig Iron Production in September. 

The monthly review of the production of pig iron as 
published in the Iron Age shows that since the close of 
the year 1895 the productive capacity of the blast fur- 
naces running has not. been as heavy as it isnow. On 
Oct. 1 there were 171 furnaces in blast, with a weekly 
capacity of 200,128 gross tons, against 161 furnaces in 
blast Sept. 1, with a capacity of 185,506 gross tons, 
and against 130 furnaces in blast Oct. 1, 1896, with a 
capacity of 112,782 gross tons. On Jan. 1, 1896, there 
were 241 furnaces in blast, but the weekly capacity 
was but 207,481 gross tons. Weare now producing pig 
iron at the rate of over 10,000,000 tons a year, and since 
Oct. 1 severa! additional furnaces have been put in blast 
and others are preparing to run. Stocks, sold and un- 
sold, Oct. 1, aggregate 691,527 tons, against 864,110 tons 
Sept.1. These figures do not include the quantities of 
iron held by the large steel companies, which have been 
drawing quite heavily on their reserve for some time. 








THE SCRAP HEAP. 


Notes. 
The New York, New Haven & Hartford has sprinkled 


seven miles of the road bed of the Air Line Division 
with crude petroleum, to lay the dust. 

The engines of the through passenger trains of the 
Boston & Albany now run through without change 
over the whole length of the main line, 200 miles. The 
enginemen and firemen, however, change at Springfield, 
midway, as heretofore. 

The Massachusetts Railroad Commissioners have re- 
fused to sanction the use of a street railroad sprinkling 
car for watering streets in Boston. The Legislature 
recently passed a law permitting such watering, but the 
West End Street Railway Co. objects to it because it 
will delay its passenger cars, and the Railroad Commis- 
sioners say that the law is only permissive, and does not 
warrant the running of cars unless the street railroad 
company approves. 

The establishment of a car ferry to Milwaukee by 
the Detroit, Grand Rapids & Western Railroad was 
announced last week. The company has purchased 
dock facilities at the mouth of Muskegon Lake, Mus- 
kegon, and on the Kinnikinnic River, Milwaukee, 
where it will build immediately the necessary docks. 
The boat, the Shenango No. 2, has a capacity of 26 
cars. The railroad company has also made arrange-. 
ments with the Crosby Transportation Co. for a package 
boat to run between Milwaukee and Muskegon. Here- 
tofore this latter service has been via Grand Haven, but 
this winter the railroad will have a direct package boat, 
as well as the new ferry line between Muskegon and 
Milwaukee. 

Railroad Material Duty F.ee to Costa Rica. 
The government of Costa Rica has prolonged until 


until Oct. 31. 1898, the effects of the government decree 
of June 1, 1895, which exempt- trom duties all fixed and 


rolling materials forthe tram wavs and light railroads - 


built on the estates on the Atlantic slopes, 
3 ; 


A Railroad in San Domingo. 

On Aug. 16a railroad 45 miles long, between Puerto 
Plata, on the north coast, and Santiago, in the interior 
of the Dominican Republic, was formally opened by the 
President of that country. The road crosses two moun- 
tain ranges and its building has been the work of years. 
Although a comparatively short line, 1t is, however, an 
important one in the Republic, as it not only passes 
through a country which comprises some of the richest 
coffee and cacao lands of the island, but also connects 
the fertile valley of Santiago with aseaport. The road 
was built with American and European capital and is 
operated by the San Domingo Improvement Co., an 
American corporation. There is only one other railroad 
for public use in San Domingo, the Samana & San- 
tiago Railroad. This runs from Samana to La Vega, 
in the Valley of Santiago, a distance of 60 miles, and has 
been in operation since 1887. It was built and is owned 
and worked by Scotch capital. 


Railway Routes into China. 

Much contentious matter has been introduced into 
the discussion upon projected railways for ‘tapping ”’ 
the over-vaunted resources of Yin Nan. Those who 
really wish to understand the question would do well, 
at the cost of a few pence, to read these lines by the 
light of the excellent maps published in Treaty Series, 
No. 7 (1897) and No. 19 (1894). The two British railway 
lines now under construction follow precisely the routes 
taken by the Chinese armies. The railway has already 
reached Lashio, whence it will continue to the Kunlon 
Ferry. We are following what is, with its branches, 
practically the only great trade route east of Mandalay 
to Muang Lem and Keng-hung, which are the termini 
or “‘ tapping” places of whatever Chinese trade there is 
with Pu-érb Fu prefecture. The whole trade of the ex- 
treme west of Yiin Nan must either pour into British 
territory or into Keng-hung, and it would have been un- 
wise of the Indian Government to concern itself with 
debouches from Keng-hung until the fate of Keng-hung 
itself was settled. Keng-hungis now definitely Chinese, 
and part of its trade will go west to British territory, 
part south, to Kiang-sen and Zimmé.—The Economist. 


For the Wheelman, 

The Great Northern Railway Company have, in view 
of the increased volume of cyclist traftic, fixed a new 
kind of handgate at the principal level crossings on their 
railways, which enables wheelmen to pass over at their 
convenience. This arrangement entirely obviates the 
necessity of gatekeepers leaving their cabins to open the 
larger gates, through which cyclists previously had to 
pass, and which frequently occasioned long periods of 
waiting. To prevent accident the gates are secured by 
lever from the cabins when trains are approaching.— 
Railway News, London. 


To Build Railroads in Venezuela. 


The State Department has received information that, 
in accordance with the new railroad law recently pro- 
mulgated in Venezuela, the government of that country 
has announced that it will grant subsidies and other 
concessions, favorable to the development of its rail- 
roads. All material, machinery and equipment neces- 
sary for the railroads and the ,building are to be entered 
free of duty. 

The government will contribute $3,110 per mile for 
roads on level ground, $6,210 per mile for roads on 
broken or swampy grounds, and $9,320 per mile for 
roads in mountainous regions. 


Dedication ot Lake Geneva Observatory. 


The new observatory presented to the University of 
Chicago by Mr. Charles T. Yerkes was formally turned 
over to the Trustees of the University by Mr, Yerkes on 
Oct. 21. The observatory is located at Williams Bay, on 
Lake Geneva, Wis., 76 miles northwest from Chicago, 
and the ceremonies of dedication and presentation to the 
University were attended by a large number of invited 
guests, including many prominent scientific men from 
different parts of the country. The observatory is well 
equipped and supplied with instruments, and contains 
the largest and most powerful refracting telescope ever 
made, the object glass measuring 40in. and the dome 
containing it being 90 ft. high and fitted with a rising 
floor. The cost of the grounds, building and instruments 
was about $360,000. 

Electric Street Sprinkling in Boston. 

The Massachusetts Railroad Commissioners lately 
gave a hearing on the petition of the city of Boston for 
approval of a plan to sprinkle the streets by use of elec- 
tric car sprinklers on the tracks of the West End Street 
railroad. The American Car Sprinkler Co. was repre- 
sented by counsel. Frank D. Perry testified that 75 or 
80 ft. of surface could be sprinkled by the cars. Super- 
intendent Stone, of the Worcester highways, Mayor 
Ramsdell, of Lynn, and others testified to the success of 
electric car sprinklers in those cities. President Little, 
of the West End road, and Superintendent J. E. Rugg, 
of the same company, opposed the petition on the 
ground that it would be against the interests of the 
public, and that the road could not make a contract for 
street sprinkling as it was a transportation company. 
Besides it would be necessary to make a stop every 
three-quarters of a mile to fill the sprinkler car, which 
means 18 stops in sprinkling the distance planned for, 
with a consequent delay to traffic. Mayor Quincy ar- 
gued that the scope of the street sprinkling now done 
could be very largely inereased at a slight expense by 
this method, though he admitted that it would probably 
delay traffic to permit sprinkling at all hours. He also 
admitted that it would be an innovation to sprinkle so 
large a city by this method. Chairman Sanford, of the 
Commission, pointed out that the act, passed this year, 
permitted the electric road to sprinkle the streets, but 
that it only permitted the board to approve, not pre- 
scribe, the terms of a contract which must be made be- 
tween the city and company. Mayor Quincy hoped the 
moral influence of the decision would lead the company 
to make the contract. The mayor was requested to draw 
such an order as he felt covered the case, and the board 
intimated that it would then decide if it could consist- 
ently approve it. 


The Transandine Railroad. 

It is stated that the new Chilean ministry has an- 
nounced itself in favor of the completion of the Chilean 
section of the Transandine ;:Railroad, and that this 
measure is soon to be brought to the attention of the 
Chilean Congress. 

The Proposed Power Plant at Richmond, Va. 

At a meeting of the Committee on Streets, held Oct. 
25, the ordinance was passed granting to the Virginia 
Electric Co, of Baltimore, the right to erect a plant at 
Richmond to utilize the James River for the veneration 
and distribution of power. The ordinance provides that 
the company, within two years from the passage of the 
measure, shall have its plant sufficiently under way to 
supply for manufacturing purposes 2,000 H. P , and that 
at the end of five years the city shall have the power to 


compel the company to put in conduits and place the 
wires under ground within a territory bounded by 
Broad, Cary, Ninth and Adams. Also that after six 
years its wires shall be put in conduits in other sections 
at the rate of two squares each year. 

A New Railroad in Venezuela. 

The new railroad recently built in Venezuela, between 
the seaport of La Vela and the inland town of Cofo, will 
soon be inaugurated. The road has been built by the 
Coro & La Vela Railroad & Improvement Co. It is pro- 
posed now to extend the line to Maracaibo, and it is 
said that the work of building will begin soon, all 
materials for the work being already in the hands of the 
promoters. 


Water-works in Panama. 

Advance consular reports contain a letter from Consul- 
General Vifquain from Panama, dated July 20, 1897, in 
which he says that the department of Panama, on June 
29, has signed a contract with Messrs. Emile Lebon and 
Belisaire Marenovich, of Brussels, Belgium, for build- 
ing water-works in that city, the contractors to assume 
actual charge of the works within six months from that 
date. The capital stock of the company is to be $1,000,- 
000 (gold). The water is to be brought by pipes from the 
Juan Diaz River, 15 miles from Panama in the moun- 
tains. All plans and studies have been completed, and 
a great deal of actual work has been done in building 
roads, bridges, dams, etc. All this work was done 
under the direction of the government, The contract- 
ors have a period of two and a half years from June 29 
to have the water-works finished and the city furnished 
throughout with water. The importance of this enter- 
prise cannot be realized. Water used here now comes 
either from the roofs of houses or from bad wells, and is 
very unwholesome and causes much sickness. The sew- 
erage of this city also dates back tothe timeof the 
Spaniards, and is little better than no sewerage at all, 
being stopped up at many places, hence resulting in bad 
odors throughout the streets. The laying of the pipes 
in the streets, involving opening the ancient sewers, 
together with the customary bad effects of excavating 
in this country, will probably cause an epidemic of yel- 
low fever. 

A Railroad Proposed in Nicaragua. 

It is said that indications point to the building, and 
that soon, of a new railroad from the-interior of Nica- 
ragua to the Atlantic Coast. The proposed road will re- 
duce the time of communication with the United States 
from 15 days to six days, and at the same time will 
prove beneficial to the cities of Rama and Bluefields. 


Opening of Rivers in China. 

On June 3, 1897, the West River, or Si Kiang, as it is 
called in Chinese, was opened to foreign trade as far as 
Wuchow-fu, a city of some 50,000 or 60,000 inhabitants, 
situated just within the eastern border of Kwangsi 
province, 200 miles west of Canton, and at the junction 
of the Kwei Kiang, or Cassia River, with the West 
River. This city has been declared an open port as well 
as one other, Sam-shui, about 40 miles west of Canton, 
where the West River is joined by the North River. 
Four other cities are made purts of call, two of them, 
Kongmoon and Komchuk, lying near the mouth of the 
river and commanding the trade of the islands situated 
there, which are among the most fertile and populous 
in all China. The water isshallow, and is said to be un- 
safe for vessels drawing more than 8 ft. The channel is 
as yet unsurveyed, and there are many rocks, but prepa- 
rations are no doubt already made for placing the lights 
and buoys that will be neeced. The opening of thisim- 
portant artery of trade has been under discussion for 
some years er and isthe result of persistent applica- 
tion by the British authorities —U. S. Consular Reports§ 


The “*Answer ”? Whistle Signal. 

A reader, noting that Rule 342, Standard Code, reads, 
‘*Two sbort blasts of the whistle is an answer to any 
signal, except train parted,” says: 

“* We have had two cases lately where this signal, in 
answer to conductor’s signal to stop at next station, 
might have caused serious trouble, both being with fast 
passenger trains. The station signal was blown by the 
engineman, then the conductor signaled him to stop, 
there being passengers to get off, and the engineman 
responded by the two short blasts signal, as per Rule 
342. In both cases the flagman of a freight train was 
out the required distance and understood the whistle of 
the passenger train —— to indicate that his flag was 
seen and acknowledged. But for the fact that the sta~ 
tion stop signal was made in both cases before reaching 
the switch used by the freight trains (which bad not 
then quite cleared, owing to their great length), the re- 


sult might have been very serious, as the enginemen in | 


both cases claim not to have seen the flagman’s signal, 
although they ran over the torpedoes. These cases hap- 
pened some months apart and at different places. What 
is your opinion as to the advisability of changing this 
rule so as to require a different response to conductor’s 
signal to stop from two short blasts?”—Train Dis- 
patchers’ Bulletin. 


Spanish American Notes. 

A concession has been granted by Costa Rica to the 
firm of J. S. Casement & Co., of New York, for the con- 
struction of a railroad from the Costa Rican capital, 
San Jose, to the Pacific ata point near Punta Arenas, 
for $2,898 971. This route was surveyed some years ago 
by the Costa Rica & Pacific Railway Co., of London. 

The Buenos Ayres Great Southern Railroad, in Ar- 
gentina, operating 1,469 miles of track, reports gross 
earnings of $7,000,000 for the year ending June 30 last, 
against $6,500,000 for the previous year. The extension 
of this line into the Territory of Neuquen, 350 miles in 
length, is rapidly nearing completion. 

The railroad boom in Argentina, which did its share 
some years ago toward wrecking the finances of the 
republic, seems to be reviving, but in another form. In 
the eighties every projected line was in some way guar- 
anteed by the government. Experience having shown 
that unguaranteed roads prospered more than those en- 
joying a subsidy (which entailed more or less gov- 
erument interference), the new crop of con- 
cessionaires ask only a charter, and three new com- 

anies have recently beep incorporated, which propose 

uilding competing lines with those now operating 
under English management, the termini being respec- 
tively, Ist, Rafaela to Buenos Ayres; 2d, Buenos Ayres 
to Bahia Blanca; 3d, Cordoba to Bahia Blanca. It is 
also reported that a rate war is imminent between lines 
tapping the Northern Province of Tucuman. 


Tne Price of Calcium Carbide. 

A recent consular report states that the Aluminium- 
Industrie-Actien-Gasellshaft, at Neuhausen-on-Rhine, 
near the Falls of Schaffhausen, Switzerland, is the main 
source of calcium carbide for Germany and Eastern 
Europe. This company supplies about 132,000 lhs. of 
the carbide annually to the Prussian State railroads, 
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where it is used to purify and enrich oil gas. The 
report also says the only other competitor in the Ger- 
man field is the Electro-chemiche Werke, at Bitter- 
feld, in Prussian Saxony, which company makes about 
22,000 lbs. annually. This is not entirely true, however, 
even now, and several new enterprises are underway. 
The company at Neuhausen makes the carbide by the 
———— method of smelting lime and carbon by 
electFicai heat generated by water power. The prices 
at which this company offers its product for export, and 
which, so far as can be ascertained, are the minimum, 
are: For lots of 2 lbs. to 2,200 lbs., $105.05 per ton of 2,00U 
lhs.; lots of 2,200 Ibs. to 10.000 Ibs,, $57 53 per'ton; lots of 
10,000 Ibs. or over, $78.78 per ton. These prices are for 
the carbide alone at Neuhausen. It is packed for ship 

ment in tin cans or drums, and these, when sold for ex- 
port, are again inclosed in wooden cases, and for this 
the following packing charges must be added to the net 
rates given above. The cans are of three sizes, contain- 
ing, respectively, 26, 110 and 396 lbs., and are charged to 
the purchaser of carbide at £0 15, $0.58 or $1.25 each, ac- 
curding to size. Forthe wooden cases in which the cans 
are packed the charge ranges from 10 cents per small 
can to 20 cents for the large ones, so that the whole cost 
for hermetically sealed tin drums and wooden casings 
would be not far from $15.75 per ton of carbide. 

In the case of the carbide made at Bitterfield the e lec- 
tric heat is generated by steam power, and the cost is so 
increased that the product is sold at $172.72 per ton. 

Of the new enterprises an important one isa labor- 
atory now building in Canton Glarus, Switzerland, 
where water power to the extent of 4,000 H. P. will 
be usec. These works are intended to be ready 
for operation early next spring, and are expected to 
furnish a large and constant supply of carbide at 
$55 to $65 per ton. There is now a large new water- 
power being developed at Rhinefelden, near Basle, on 
the German side of the Rhine, and a new company is to 
manufacture calcium carbide there. Emil Rathenau is 
in charge of this works—a concern rival to the Alu- 
minium Industrie Actien Gesellschatt at Neuhausen. 

A new concern is to be started at Trollhattan. Sweden, 
and also calcium carbide is made by the British Alumi- 
nium Co, Ltd., at Foyer’s Falls. In America there are 
several concerns making the material, one at Niagara 
and one in Canada, just above Niagara, and one in North 
Carolina: and there are several other concerns which 
have been making the material in more or less quan- 
tity. , 








LOCOMOTIVE BUILDING. 





The Cooke Locomotive & Machine Co., of Paterson, 
N. J , bas received an order to build five 10-wheel loco- 
motives for the Oregon Railway & Navigation Co. They 
will have 20 x 26 in. cylinders and carry 200 lbs. of 
steam. The are intended for heavy freight work. 


Five class T engines are being converted into the 
Richmond compound type at the Roanoke shops of the 
Norfolk & Western. Thecylinders will be 2234 and 35 
in. in diameter and 24 in. stroke. The special compound- 
ing parts are furnished by the Richmond Locomotive 
Works. 

The Flint & Pere Marquette Railroad has placed an 
order with the Brooks ‘Locomotive Works, of Dunkirk, 
N. Y., for two 10-wheel engines. They will have 18 x 24 
in. cylinders, Belpaire boilers, Ewald iron staybolts, 
Coffin steel piston rods and crank pins. Damascus bronze 
bearings, U. S. metallic packing and Westinghouse- 
American brakes, and weigh about 115,000 Ibs. in work- 
ing order, 


The Brooks Locomotive Works, of Dunkirk, N. Y., 
have received an order to build 12 mogul engines for the 
Kuishiu Railway Co., Ltd., of Japan, of 3 ft. 6in. gage. 
They will have 17x 22-in. cylinders and weigh in work- 
ing order 89,600 Ibs., with 74,000 lbs, on the drivers; the 
fireboxes and staybolts will be of copper and the locomo- 
tives will be fitted to burn bituminous coal and equipped 
with hand and steam brakes. 


The Chicago, Rock Island & Pacific is preparing to 
build 10 more 10-wheel class 25-A locomotives at its Chi- 
cago shops. Work will be begunin January next, and 
two engines a month will be turned out until the order 
is finished. These engines will be duplicates of the four 
built during the past summer, which were described in 
the Railroad Gazette of May 14, 1897. The boilers and 
tender tanks will be built by the Brooks Locomotive 
Works, the steel wheel centers by the American Steel 
Castings Co, of Thurlow, Pa.. and the smaller steel 
castings by the Sargent Co., Chicago. Krupp tires and 
Janney rigid head automatic tender couplers will be 
used. Material for the boilers will be carbon steel and 
National Tube Works flues and Franklinite arch tubes 
will be used. 








CAR BUILDINC, 





The Wells & French Co.is building 17 cars for the 
American Cotton Oil Co. 


The Chicago & West Michigan has sent out specifica- 
tions for 600 freight cars. 


The Ann Arbor has placed an order with Pullman’s 
Palace Car Co. for 400 box cars. 


The [llinois Car & Equipment Co. is building 25 freight 
ears for the Chicago, Luke Shore & Eastern Railroad. 


The Ensign Mfg. Co., of Huntington, W. Va., is build- 
ing 50 side dump cars for the Columbus, Hocking Valley 
& Toledo. 


The Youngstown Car, Mfg. Co., of Youngstown, O., 
and the Erie Car Works of Erie, Pa., are each building 
50 freight cars for the Georgia Railroad. 


The Hammond Refrigerator Line (The G. H. Ham- 
mond Co., Hammond, Ind.) will buy 59 new refrigerator 
cars. Gould couplers and Westinghouse air-brakes are 
specified. 


The Wagner Palace Car Co. has finished building 31 
new Wagner cars for service between Boston and New 
York and Chicago. They consist of dining, buffet, 
library and regular and compartment sleeping cars. 


The Lima Locomotive & Machine Co., of Lima, O, 
is converting 200 gondola cars of the Wheeling & Lake 
Erie into box cars. They will be equipped with Excel- 
sior inside roofs, Tower couplers and 10 of them will 
be furnished with Westinghouse air-brakes and Marden 
metal brake beams. 


The Iowa Central has ordered 100 stock cars from the 
Terre Haute Car & Mfg. Co. These cars are to be 
equipped with Trojin couplers, New York air brakes. 
Interchangeable brake beams, board :oofs, McCord 


journal boxes, Fulton journal bearings, Scott springs 
and malleable castings throughout. The bodies and 
trucks will be the car company’s standard. 


The Chicago Great Western car contract was practically 
closed the end of last week, the Haskell & Barker Co. get- 
ting the order Itis understyvod that 150 boxc ars were 
ordered for immediate delivery and 150 more for Decem- 
ber delivery. ‘They are to be equipped with Barber 
trucks, Chicago roofs, Chicago couplers and American 
draft rigging. 


The J. H. Somers Fuel Co., of Cleveland, are consider- 
ing the purchase of new coal cars, but we are informed 
by an official of the company that they will probably not 
place any orders this year. The company already has 
200 cars in service, of 60,000 Ibs. capacity, but as they 
contemplate opening two more mines, these cars would 
not be enough to handle the increased traffic. The cars 
now in service were built by the Barney & Smith Co., 
ani new ones would probably be of the same pattern, 
except the substitution of steel trucks for wood bolsters. 


The Norfolk & Western has drawn up specifications 
for 500 new 60,000 sapacity box cars, 200 of which will 
be built at once at the Roanoke shops and the remain- 
ing 300 let out. Fifty additional cars to fill vacant 
numbers will also probably be built in the near fu- 
ture. These cars will be equipped with M. C. B. 
couplers, air- brakes, Hutchins roofs and Wagner doors. 
They will be 36 ft. 1 in. long over all. Some interest- 
ing features in their construction will be the body 
bolsters, which wili be of steel 6-in. ‘I’? beams and 
f;-in. machine-riveted cover plates; the end posts of 
4-in steel “I” beams fitting together with the end 
braces in cast-iron pockets top and bottom, and the 
bolsters, which will be of two 9-in. ‘I’ beams fastened 
together with bolts and separators and an oak filling 
block 6 ft. 7 in. long. They will have iron axles and 
the trucks are to be equipped with N. & W. standard 
metal brake beams. 





Among recent orders received by the Laclede Car Co., 
of St. Louis, Mo., arethe following; Thirty trail and 20 
small electric cars for the Consolidated Traction Co.. 
and 20 cars for the Union Tracticen Co , of Pittsburgh; 12 
cars. 28 ft. long, with compartment for the use of smok- 
ers, and eight closed cars for the Falls Road Electric 
Railroad, of Baltimore, Md., and five cars for the Pitts- 
burgh & West End Electric road of Pittsburgh, Pa. 


The John Stephenson Co., Ltd., of New York City, is 
building 125 cars for use on the Fourth & Madison 
avenue underground electric lines of the Metropolitan 
street railroad of New York. They will be 32 ft. long, 6 
in. wider than the cable cars runuing on the Broadway 
line. They will be finished in the same general style as 
the Broadway cars, and will be lighted by electricity, 
and furnished with electric push buttons for the use of 
pnossengers wishing to stop the car when the notice of 
the conductor cannot be called otherwise. The bodies 
will be mounted on Peckham trucks and the cars 
en with Sterling fare registers and Sterling sand 

OXeS, 








BRIDGE BUILDING. 





Belvidere, N. J.—The Town Council is considering 
an ordinance providing for a new iron bridge. 


Beverly, Ia.—The Chicago & Northwestern has given 
the contract for anumberof double track plate girder 
spans for use between here and Watkins to the Lassig 
Bridge & [ron Works, Chicago, Il. 


Chicago, Ill.—The time of receiving bids for the sub- 
structure of the eight-track railroad bridge to be built 
on Section O of the main drainage channel has been ex- 
tended to Dec. 22. 

It is said that the Commissioner of Public Works, L. 
EK. McGann, has ordered plans made for a new bascule 
bridge across the river at Archer avenue. An appropri- 
ation of $35,000 will be asked for the structure. 

The Chicago & Northwestern has given the contract 
for a 190 ft. double-track draw span across the North 
Branch of the Chicago River to the Lassig Bridge & 
Tron Works. 


Cleveland, O.—The contract for the superstructure 
of a bridge over West Side Boulevard has been given to 
the Mt, Vernon Bridge Co., Mt. Vernon, O., at $7,700. 


Clinton, la.—The contract for two 175-ft. and two 
200-{t, spans to be built over the Mississippi River, at 
this place, has been let to the Detroit Bridge and Iron 
Works by the Chicago & Northwestern, 


Columbia, S. C.—The Columbia Cottun Mills Co. 
has ordered plaus for a bridge for foot passengers and 
wagons, to be built across the Cougaree River, from 
here to New Brookland. 


Higginsville, N. Y.—The contract foranew swing 
bridge over the canal has been given tothe Wrought 
Iron Bridge Co., at $3,215. 


Hot Springs, Ark.—The Court has appropriated 
1,000 for a new bridge across the Ouachita River, near 
ere. 


Lancaster, Pa.—Bids for an iron bridge over Pequea 
Creek were opened by the County Commissioners as 
tollows: A. B. kote & Co., $2,990; Penn Bridge Co., 
$2,050; Virginia Bridge Co., $2,150 and $2,100; Berlin 
Iron Bridge Co., $2,090; Pittsburgh Bridge Co., $2,090; 
Massillon Bridge Co., $1,199 and $1,895; Horseheads 
Bridge Co., $2,168; John Denithorne & Son, $2,119; 
Wrought Iron Bridge Co., $2,300 and $2,100; Groton 
Bridge Co., $2,119 and $2,129. 


Marquette, Mich.—Among other improvements con- 
templated by the Duluth, Superior & Western, this 
winter, a number of small bridges will be replaced by 
new ones, 


New Brunswick, N. J.—It is said that the Pennsy]- 
vania Railroad contemplates building a new four-track 
draw bridge over the Raritan River, at this place. 


New Haven, Conn.—It is said that the Councilmen 
have concurred with the Aldermen in an order for 
$35,000 bonds for the East Chapel street bridge. 


Newton, Mass. ~The Boston & Albany Railroad and 
the city of Newton are negotiating for the abolition of 
a pvumber of grade crossings on the Circuit Branch of 
the road in the southern part of Newton. 


New York.—The contract for the iron work as re- 
quired by the new plans for running the electric cars 
across the New York & .Brooklyn Bridge has been 
given to the Pencoyd Bridge & Construction Co...at 
2.25 cents per pound for material and 1.6 cents per 
pound for erecting. The work consists of removing 
some of the present columns in the New York approach 
and strengthening the present floor girders for the in- 
creased span. 


Ottawa, Ont.—The Canadian Pacific Railway’s plans 
for its entrance into Ottawa include a steel! bridge 
across tbe Rideau River, between the present Canada 
Atlantic Railway bridge and Hurdman’s bridge. 


Pottsville, Pa.—The Philadelphia & Reading will 
poevere plans for rebuilding the broken portion of the 

ashington street bridge ané also for strengthening 
the whole structure with lateral braces between the 
piers. Bids will be invited and submitted to the Coun- 
cil at its next meeting. 


St. Francois, Que.—Tenders are being received by 
Joseph Denis, Secretary of the Municipality, for an iron 
and steel bridge with one span of 220 ft. and two spans 
of 200 ft. each, and for two abutments and two piers of 
masonry. 


Thomaston, Conn.—The Selectmen of this place have 
de hate to build an iron or wooden bridge near 
ewell,. 


Utica, N. Y.—The New York Central has made plans 
for a railroed subway to be built under University 
avenue. The cost of the work contemplated is about 
$100,000. 

Wilkes-Barre, Pa.—The contract for an iron bridge 
over Solmon’s Creek at Franklin street has been given 
to the Eagle Iron Works for $1,175. 


Winnipeg, Man.—The plan of the City Engineer for 
a bridge over the Canadian Pacific Raiiway has been 
pe a and tenders for the superstructure will be in- 
vited. 


Winona, Minn.—The Chicago & Northwestern has 
let the contract for a 356-ft. single track draw over the 
Mississippi River at this place, and also for an 84-fr. 
single track deck plate girder to the Detroit Bridge & 
Iron Works 








MEETINGS AND ANNOUNCEMENTS. 


Dividends. 


Dividends on the capital stocks of railroad companies 
have been declared as follows: 


Mexican Southern, 1 per cent., payable Nov. 4. 





Albany (N. Y.) Railway, quarterly, 114 per cent., tay- 
able Nov. 1. 

Columbus (O.) Street, quarterly, 1 per cent., payable 

Ov. 


& Battery (N. Y.), quart- 
ov. 1 


i. 
Dry Dock, East Broadwa 
terly, )1¢ per cent., payable 


Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies 
will be beld as follows: 

Baltimore & Ohio Southwestern. annual, for election 
of directors, Cincinnati, O., Nov. 18. 


North End Street (N. Y.), annual, for election of di- 
rectors, New York, Nov. 1. 


Technical Meetings. 


Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The American Society of Civil Engineers meets at the 
House of the Society, 127 East Twenty-third street, New 
Leo on the first and third Wednesdays in each month, 
at 8 p. m. d oa ae 

The Association of Engineers of Virginia holds its 
formal meetings on the third Wednesday of each month, 
from September to May, inclusive, at 710 Terry Building, 
Roanoke, at ¢ p. m. 

The Boston Society of Civil Engineers meets at 715 
Tremont Temple, Boston, on the third Wednesday in 
each month, at 7:30 p. m. 

The Canadian Society of Civil Engineers meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every alter- 
nate Thursday, at § p. m. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffalo, N. Y., on the second Friday of January, March, 
May, September and November, at 2 p. m. 

The Civil Lngineers’ Club of Cleveland meets in the 
Case Library Building, Cleveland, O., on the second 
Tuesday in each month, at 8 p.m. Semi-monthly meet- 
ings are held on the fourth Tuesday vf each month. 

he Civil Engineers’ Society of St. Paul meets on 
the first Monday of each month, except June, July, Au- 
gust and September. 

The Denrer Society of Civil Engineers meets at 3 
Jacobson B!ock, Denver, Col., on the second Tuesday 
of each month except during July and August. 

The Engineers’ Club of Columbus, (O.), meets at 124 
Narth High street, on the first and third Saturdays 
from September to June. 

The Engineers’ Club of Minneapolis meets in the 
Public Library Building, Minneapolis, Minn., on the first 
Thufsday in each month. 

The Engineers’ Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 p. m., 
except during July and August. 

The Engineers’ Club of St. Louis meets in the Mis 
souri Historical Society Building, corner Sixteanth street 
and Lucas place, St. Louis, on the first and third 
Wednesdays in each month. 

The Engineers’ Society of Western New York holds 
regular meetings the first Monday in each month, ex- 
cept in the months of July and August, at the Buffalo 
Librarv Building. 

The Engineers’ Society of Western Pennsylvania 
meets at 410 Penn avenue, Pittsburgh, Pa., on the third 
Tuesday in each month, at 7:30 p. m. 

The Locomotive Foreman’s Club meets every second 
Tuesday in the clubroom of the Correspondence School 
of Locomotive Engineers and Firemen, 335 Dcarborn 
street, Chicago. 

The Montana Society of Civil Engineers meets at 
Helena, Mont., on the third Saturday in each month, at 
7.30 p. m. 

The New England Railroud Club meets at Wesieyan 
Hall, Bromfield street, Boston, Mass., on the second 
Tuesday of each month. fe 

The New York Railroad Club meets at 12 West Thirty- 
first street, New York City, on the third Thursday in each 
month, at 8 e m. 

The North-West Railway Club meets on the first 
Tuesday after the second Monday in each month, at 8 
= , the place of meeting alternating between the 

est Hotel, Minneapolis, and the Kvan Hotel, St. Paul. 

The Northwestern Track and Bridge Association 
meets at the St. Paul Union Station on the Friday follow 
ing the second Wednesday of March, June, September 
and December, at 2.30 p. m. : 

The St. Louis Railway Club holds its regular meeting 
on the second Friday of each month, at 3 p. m. 

The Southern and Southwestern Railway Club meets 





at the Kimball House, Atlanta, Ga., on the third Thurs- 
day in January, April, August and ‘November, 
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The Technical Society of the Pacific Coast meets at its 
rooms in the Academy of Sciences Building, 819 Market 
street. San Francisco, Cal., on the first Friday in each 
month, at 8 p. m. 

The Western Found ’s Association meets in the 
Great Northern Hotel, Chicago, on the third Wednesday 
of each month. A. Sorge, Jr., 1583 Marquette Building, 
Chicago, is secretary. 

The Western Railway Club meetsin Chicage on the 
third Tuesdav of each month. at.2 p m. 

The Western Society of Engineers meets in its rooms 
on the first Wednesday of each month, at 8 p.m., to 
hear reports, and for the reading and discussion of 
papers. The headquarters of the Society are at 1736 
1739 Monadnock Block, Chicago. 


Locomotive Foreman’s Club. 

The next meeting of this club will be held in the 
rooms of the Correspondence School of Locomotive 
Engineers and Firemen, 335 Dearborn street, Chicago, 
Tuesday evening, Nov. 9. The subjects to be presented 
are ‘Diseases of the Air-Brake,” bv Frank D. Finn, and 
*‘Leakage of Steam Pipes,’ by R. T. Bancroft. The 
club, which will meet every two weeks at 335 Dearborn 
street, has changed the time of its meetings from 
Friday to Tuesday evenings. 

General Passenger Agents. 

The American Association of General Passenger and 
Ticket Agents held its 42d annual meeting at St. Louis, 
Oct. i9 and 20. A resolution was adopted in favor of 
laws prohibiting the sale of tickets except by authorized 
agents, and a copy was ordered sent to every Senator 
and Member of Congress and to every member of every 
State Legislature. The aonual address was by Mr. 
Eustis, of the Burlington. W. A. Turk, of the Southern 
Railway, was elected President, and A. J. Smith (UL. S. 
& M. S.) was re-elected Secretary. 

Engineers’ Society of Western Pennsylvania. 

At a regular meeting of the Engineers’ Society of West- 
ern Pennsylvania, held Tuesday evening, Oct. 19, 1897, a 
paper by C. A. P. Turner, C. E., entitled ‘‘Thermal Con- 
dition of [ron and Steel under Stress and Measurement of 
Stress by Meansof Thermo-Electricity.” was read before 
about 38 members of the Society. In this paper Mr. 
Turner showed that the strain in steel bars of large sec- 
tion could be measured easily and accurately by means 
of the thermopile and galvanometer, and that it was 
thus possible to ascertain whether or not any particular 
beam was fulfilling its proper function. 

An animated discussion took place, during which a 
number of interesting points were brought out. 

A report from the Committee on Roads was presented. 
It will be read and discussed at the November meeting. 
Western Society of Engineers. 

The Western Society of Engineers held a regular meet- 
ing at the Technical Club, 230 South Clark street, Chi- 
cago, on Wednesday, Oct. 20, Mr. T. T. Johnston, Presi- 
dent, presiding. One hundred members and ladies 
were present. The report of the Entertainment Com- 
mittee on the recent Eastern trip of the Society was 
read by the Chairman. Mr. Isham Randolph. Resolu- 
tions were adopted anthorizing the President to appoint 
a committee to co-operate with the Directors and Libra- 
rian of the new Crerar Library regarding the selection 
of pew engineering books, which the Crerar Library is 
now ready to buy and about which the library authori- 
ties have asked the Society to advise with them. The 
subject for the evening, ‘"Gliding Experiments,” by Mr. 
Octave Chanute. followed. Mr. Chanute has given much 
time to the study of air navigation, bothin theory aud 
by experiment, and his address was illustrated by many 
views of machines both in motion and at rest. 

On Saturday afternoon, Oct. 23. about 100 members of 
the Society accepted the invitation of the Englewood & 
Chicazo Electric Street Railway to visit its power-house 
and ride over the road. Special cars were run from the 
northeri terminus of theline at Sixty-third street and 
South Park avenue, and members were given an oppor- 
tunity to inspect the storage battery system by which 
this road is operated. 


Central Railway Club. 

The next regular meeting of this Club will be held at 
the Tower Hotel, Niagara Falls, N. Y , on Friday, Nov. 
12. A report on “Springs for Freight Car Trucks.” by 
a committee consisting of Messrs. H C. McCarty, H. F. 
Ball, J. R. Petrie, will be presented, and a discussion on 
‘* Journal Bearing Keys; Their Proper Relation to the 
Journal Bearing and Box,”’ committee. H. F. Ball, will 
be held. Also a discussion on a topical question by S. 
Higgins, ‘‘ How are we to use the measurement 4 ft. 
634, as noted on page 10 of the M. C. B. Code that went 
into effect Sept. 1, when mounting second-hand wheels 
where it is only necessary to remove one wheel, the 
wheel left on the axle having worn flange, but not worn 
bad enough to condemn it?” 

Upon the recommendation of the Executive Commit- 
mittee, the Club, at its September meeting, decided to 
arrange some form of entertainment in connection with 
the business sessions. A committee was apnointed, con- 
sisting of James Macbeth, Chairman, J. R. Petrie and 
the Secretary, and they have arranged for an excursion 
to Niagara Falls, a visit to the power plant at that 
piace and a trip over the Gorge road for the November 
meeting. Special cars will be provided for the ride over 
the electric line between Buffalo and the Falls. They 
will leave the corner of Niagara and Main streets at nine 
o’clock on the morning of Nov. 12. In order that a 
sufficient namber of cars may be secured, all who intend 
to make this trip must notify the Secretary to that 
effect not later than Monday, Nov. 8. It is aiso neces- 
sary that each member intending to be present at the 
meeting should so advise the Secretary, in order that 
ample provision may be made in the way of lunch at 
the hotel. 


Western Raiiway Club. 

The Western Railway Club held a regular monthly 
meeting on Oct. 19 in the Auditorium Hotel, Chicago. 
Before proceeding with the reading of papers, President 
Delano said that it had heen decided to provide a ques- 
tion box in which members may place memoranda of 
any subjects, suitable either for consideration in a 
paper or for short discussion, members to subscribe 
their names to questions suggested, or not, as they 
may choose. It isthe intention to make the short dis- 
cussion of topical questions a feature of the club year 
and each member is urged to help in making the list 
of questions as attractive, and the discussion of the 
questions as spirited and interesting, as possible. 

A paper on ** Washing Out Locomotive Boilers,” by 
Mr. John Mackenzie, was read by title and brought out 
a long discussion. Mr. Mackenzie advocated, both in 
his paper and in his discussion of it, a liberal use of the 
surtace blow-off cock between division points and blow- 
ing off at division points. but he took the position that 
too frequent washing-out may result in more annoy- 
ance from leaking tubes than when boilers are washed 
out less frequently. Several other members took thesame 
position. Itseemed to be the general opinion that it is 


possible to wash’out'too frequently, but that the blow-off 
cocks should be used with sufficient regularity to pre- 
vent foaming in the boiler. It was generally agreed 
that it was best to purify the water before it reaches the 
boiler. but this requires a secondary settling tank and 
no one was prepared to give figures on the cost of such a 
system. 

There were several eminent ie and chemists 
present to discuss the question, ‘‘ Disinfecting Passenger 
Cars,’’ and therefore the paper by Mr. Wm. Garstang, 
on ** Heating Passenger Cars,’ and the topical question, 
“The Advantages of Cupping or of Corrugating Fire 
Box Sheets,” were put over to the November meeting. 
The discussion of the question of disinfection brought 
out much information concerning the comparatively 
new disinfectant formaldehyde. 








RAILROAD LAW-—RECENT DECISIONS. 





In Texas an ordinance forbidding trains to be run 
faster than six miles an hour, within the city limits, is 
held to be operative in the yards of a railroad company 
as well as elsewhere in the city (decided in the Ct. of 
App., May, 1897).? 

n the same state where a railroad company secures a 
grant of aright of way, in consideration of an agree- 
ment onits part to pay for all stuck of the grantor 
killed by it in any way, without litigation, it does not 
forfeit the grant by failure to comply with such con- 
tract. unless there is a condition expressly stated therein 
that the right of way shall revert tothe grantor in the 
event of such non-compliance. The remedy of its 
grantor is in an action for damages (decided in the Ct. 
of App., June, 1897).? 

In a proceeding brought in California to compel the 
forfeiture of the franchise of a street railroad company 
and to impose upon it a fine provided by statute in cer- 
tain cases, it appeared that the company had never in 
good faith operated its road for the convenience of pas- 
sengers, but had merely pretended to do so, running 
only one car over its tracks each day for the sole pur- 
pose of holding the franchise. The evidence teuded to 
show that this was done in order to prevent the issuing 
of afranchise to others. The franchise is declared for- 
feited and the maximum fine allowed by the statute, 
$5,000, imposed (decided in Sup. Ct., July, 1897).3 

In Kansas, in order to hold a railroad company liable 
for damage caused by fire, alleged to have been started 
by one of its engines, it is not indispensible to prove by 
direct evidence that the fire was set by an engine of the 
company. Where conflicting evidence is offered to ac- 
count for the origin of the fire a verdict against the 
company will not be disturbed on appeal (decided in 
the Sup Ct., July 1897).4 

In an action decided in Kansas, it appeared that a rail- 
road company had been accustomed to stop its trains at 
intervals for considerable lengths of time so as to 
obstruct travel at a city crossing. At such times people 
were in the habit of climbing over, crawling under, or 
going around thetrains. It is held not to be such negli- 
gence as would necessarily bar a recovery for the injury 
sustained, where a boy attempted to pass around the 
rear end of a train so obstructing the crossing. and 
was struck by the train, which had just begun to move 
backward. Whether or not this was such negligence 
was for the jury to conclude from the eviderce offered 
(decided in the Sup. ('t., July, 1897). 6 

In Alabama, where the owner of land encumbered by 
a mortgage conveys a right of way over it toa railroad 
company, which takes possession and constructs its 
road under the conveyance, all the mortagee can claim 
from the company is compensation for the land appro- 
priated. He is not ent:tled to sell the land with the im- 
provements thereon in satisfaction of his mortgage. 
Equity in such a case will make an exception to the 
general rule of law that where fixed improvements are 
placed upon real property they become part of such 
property and are subject to an existing mortgage 
thereon (decided in the Sup. Ct., July, 1897) * 

The federal court holds that when a shipper of freight 
over a railroad has signed a paper containing stipula- 
tions limiting the carrier’s liability which are not plainly 
included within the terms of the contract it is for the 
jury, in an action to recover for the loss of the freight, 
to determine whether the shipper understood, or ought, 
under all the circumstances, to have understood, that 
there was such a limitation of liability (decided in the 
Circ. Ct., N. Y., June, 1897).7 

The same court holds that the right of anemployee of 
a railroad company, which operates its road partly in 
Texas and partly in Mexico, who is injured in Mexico by 
the negligence of the company, torecover in a civil ac- 
tion damages for such injury under the law of that re- 
public, may be enforced in a federal court of the state of 
Texas, where both parties are citizens of the United 
States. unless the dissimilarity between the Mexican law 
and the law of Texas is so great as to conflict with the 
settled public policy of Texas (decided inthe C. C. A., 
5th Cire., April 7, 1897). 

ln the same court it is held that where a bill of lading 
exempts a carrier from liability for “loss or damage 
arising from collisions, — or accidents to boil- 
ers or machinery’’ the word *tmachinery” applies only to 
the group of mechanical parts connected with the boiler 
and steam supply, and it does not include an axle of one 
of the carsinatrain. Accordingly, under such a con- 
tract a carrier is not exempted from liability for damage 
caused by the breaking of an axle of a car (decided in 
the C. C. A., 6th Cire , May, 1897).9 

In an action decided in New Jersey there was testi- 
mony that the conductor of a trolley car, who had un- 
dertaken to let off the plaintiff, who was a stranger, at a 
given destination, had carried him past it. He then let 
the plaintiff uff on the company’s right of way and di- 
rected him to walk back on the track. While doing so, 
in the night, the plaintiff followed the track to a trestle, 
where he was struck by acar coming from the opposite 
direction. Itis held that in giving this instruction the 
conductor was acting as the agent of the company; that 
whether he gave it, and whether it was act of negli- 
gence, were questions forthe jury to determine, as was 
alsc the question of the contributory negligence of the 
plaintiff in going on the trestle, if so directed. It is also 
held that if the plaintiff was warned by the conductor 
not to go on the trestle he could not recover; also that 
the motorman whose car struck the plaintiff was uuder 
no duty to be on the lookout for pedestrians on the 
trestle (decided in the Ct. of App.. June, 1897) 1° 

In Michigan, where a street railroad franchise pro- 
vides that, on the company’s tailure to pay the cost of 
paving between its tracks, the city may revoke the fran- 
chise, a forfeiture will not be forbidden because, from 
insufficiency of earnings, the company has become in- 
solvent and unable to pay such cost. It is not necessary 
that there should first bea judicial determination that 
the breach warrants a forfeiture (decided in the Sup. 
Ct., July, 1897).14 

‘The Virginia statute rquiring railroad companies to 
fence their tracks, except where an adjoining landowner 
has been compensated for maintaining his own fences, 


and which provides that in cases of injury to “property’’ 
on any part of the track not so fenced the claimant need 
not show negligence, is not intended to protect railroad 
employees, and, though the death of an employee results 
from a failure to comply therewith, his representatives 
cannot recover without proof of negligence (decided in 
Cire. Ct, July, 1897)12, 


! Houston, E. & W. T. vs Powell, 41 8. W., 695. 
2? Beaumont Pasture Co. vs. Sabine & H. T., 41S, W., 543. 
3 People vs. Sutter St. Rv., 49 Pac., 736. 
4A,,T. & 8. &. vs. Mathews. 49 Pac., 602. 
5A,, T. & S, F. vs, Cross, 49 Pac., 599. 
6 First Nat. Bank of Gadsden va. Thompson, 22 S., 663, 
7 Sayles vs. N. Y., N H. & H., 81 Fed., 326. 
5’ Evey vs. Mex can C :nt., 8l Fed. 291. 
® Fairbank & Co. vs.C. N. O. & T. P., 81 Fed., 289. 
10 Young vs. Camden. G. & W.., 37 Ati., 1013. 
11 Union St. Ry., vs. Saow, 71 N. W.. 1073. 
12 Newsom’s Adm’r vs. N. & W., 81 Fed . 133. 











PERSONAL. 





—Mr. J. M. Percy, Division Master Mechanic on the 
Cincinnati, Flamilton & Dayton, with headquarters at 
Cincinnati, O., has resigned. 


--Mr. Samuel Evans. Supervisor of the Philadelphia 
& Reading at Pine Grove. Pa., died at his home at that 
place Oct. 21, after a brief illness. 


—Mr. P. Bruner, Superintenient of the Cleveland, 
Lorain & Wheeling, with office at Uhrichsville, O , has 
resigned. Mr. Brunner had -held his late office since 
August, 1892, and previous to that he was Trainmaster 
of the Pittsburgh Division of the Baltimore & Ohio. 


—Mr. John C. Noyes died at his home in Bayonne, 
N. J., Oct. 17%. Mr. Noyes was Agent for the Indian- 
apo'is & St. Louis for four years, up to April, 1870, when 
he was made General Freight Agent of that road. In 
February, 1883, he was aeons General Manager of 
the Merchants’ Dispatch Transportation Co., and held 
that position until the latter part of 1894, when failing 
health compelled him to retire from active work. 


—Mr. John E. Martin died at Evansville, Ind., Oct. 12. 
Mr Martin had been in railroad service since October, 
1851, when he was made Assistant Secretary of the 
Evansville & Illinois, now the Evansville & Terre 
Haute. He afterward became Secretary and Treasurer 
of the same road and in October, 1873, was elected Presi- 
dent, holding that office until July, 1881. Mr. Martin 
was elected Vice-President and General Manager of the 
Ohio Central in May, 1892, and was made Receiver for 
that road in September of the following year. 


—Mr. George S. Hobbs, heretofore Auditor of the 
Southern Railway, with office at Washington, D. C., 
has been elected General Auditor of the Maine Central. 
Mr. Hobbs was born at Wells, York County, Me., in 
1859, and entered railroad service in 1878 as Clerk in the 
general office of the Eastern Railroad of Massachusetts, 
Since that time he has been connected with the Mar- 

uette, Houghton & Ontonagan, the Duluth, South 
Shore & Atlantic and the Tennessee, Virginia & Geor- 
gia. In 1890 he was appointed Superintendent of Car 
Service of the Boston & Maine, holding that office until 
1894, when he became Auditor of the Southern. 


—Mr. J. T. McBride, General Manager of the Duluth, 
Missube & Northern, bas resigned. Mr. McBride has 
been connected with the Duluth Missabe & Northern 
since April 1, 1895, when he was elected First Vice- 
President and General Manager. He resigned the first 
named office, however,-last June, being succeeded 
by Mr. W. J. Olcott. Mr. McBride was born in 
Ireland June 10, 1852, and entered railroad service 
in May, 1879. He was appointed Superintendent of 
the Chicago & Great Western and the Chicago & North- 
ern Pacific in November, 1889, and held that office until 
December, 1891, when he became Local Freight Agent of 
the Illinois Central at Chicago, Ill. In August, 1893, he 
was appointed General Manager of the Everett & Monte 
Cristo, and held that office until he came to the Duluth, 
Missabe & Northern. 


—Mr. Thomas Doane, well known as a railroad en- 
gineer, died on Friday, Oct. 22, 1897. He was born Sept. 
20, 1821, in Orleans, Mass , where his father was a citizen 
of considerable prominence. His school education ended 
when he was about 21 years of age; he then entered the 
office of Samuel M. Felton, a noted Civil Engineer of that 
time. Under him Mr. Doane was in charge of a divi- 
sion of the Vermont Central Railroad, and later was for 
two years Resident Engineer of the Cheshire Railroad. 
In December, 1849, he opened an office in Charleston, 
Mass., where he carried on his profession of civil en- 
gineering and surveying until his death. 

In 1863 Mr. Doane became Chief Engineer of the 
Hoosac Tunnel, which was relocated under his direction, 
and upon the lines adopted by him it was finally built 
Of his work here, Drinker (lunneling) says: ‘‘ Mr. 
Doane’s connection with the Hoosac Tunnel in the early 
days of that great work is not a matter of especial, but 
of universal interest to the engineering profession of 
America, for to his persistent energy, his far-seeing 
sagacity and his able management we in a large meas- 
ure, and in fact chiefly, owe the development and intro- 
duction into this country of the present advanced sys- 
tem of tunneling with machinery and high explosives; 
it was under his direction, as Engineer of the Commis- 
sion, that the state experiments were made and the long 
and disheartening fight carried through, which termi- 
nated in favor of the new system, the system which has 
given us the Burleigh, Ingersoll and Wood drills, anc 
which also showed Americans practically what the 
potent agency of nitro-glycerine, first applied by Nobel 
in Europ, r-ally was.” 

In connection with this work, to s:cure power to ope- 
rate hisair compressors, he const: u:ted the dam across 
the Deerfield River. an important work at that time. 
He resigned his position in 1867, but was afterward em- 
ployed as an expert in connection with the tunnel, and 
about the same time wasalso Consulting Engineer of the 
Troy & Greenfield Railroad. In 1§75, on the completion 
of the tunnel, Mr. Doane ran the first engine through it. 
From 1869 to 1873 he was Chief Enginecr of the Burling- 
ton & Missouri River, in Nebraska, a road built in ac- 
cordance with Mr. Doane’s well-known ideas. with low 
grades, auxiliary power being used at the few points 
where high grades were necessary. He was successful in 
securing a line economical to operate. In 1879 he was 
appointed Consulting Engineer of the Northern Pacific 
Railroad, where he served one year, giving especial atten- 
tion to matters of location. 

For a number of years Mr. Doane had been often con- 
sulted by most, if not all, of the railroads centering in 
Bo:-ton, to give expert advice or testimony, and his 
services were sought in a similar way by the Railroad 
Commission, perhaps the most important work done 
for them being his report upon the proposed Northern 
Union Station. > 

He was until! his death an active member of the Boston 


we aes 


A ee eS ae te eed 


“ga 


Serer eee 





774 


THE RAILROAD GAZETTE, 


Vou. XXIX., No, 44, 








Society of Civil Engineers, of which he was elected 
President shortly afterthe reorganization in 1874, and 
was nine times re elected to serve in that capacity. His 
interest in the Society was maintained to the last. 
He became a member of the American Society of Civil 
Engineers in 1882. 

During his residence in Nebraska he was instrumental 
in founding a college, which bears his name, and of 
which he continued a Trustee. His interest in it was 
substantial and earnest, and for many years past he had 
made an annual trip to Nebraska to visit Doane College. 

He was a member of a number of religious, charitable, 
educational and other societies, and was widely esteemed. 








ELECTIONS AND APPOINTMENTS. 





Albany & Vermont.—At the annual meeting of stock- 
holders, held Oct. 19, the following Directors were 
elected for the ensuing year: Geo. H. Cramer, Geo. B. 
Warren, Jobn B. Gale, Chas. W. ‘Tillinghast, C. E. D, 
Tibbitts, John I. Thompson, Le Grand B. Cannon, Edw. 
C. Gale, James A. Eddy, John H. Neher, Wm. Howard 
Doughty and Geo. T. Lane. 


Ann Arbor —At a meeting of stockholders held Oct, 
22, Daniel C. Tate was elected a Director to succeed E. 
W. Tolerton, of Toledo, resigned. 


Atchison, Topeka & Santa Fe.—B. J. Libbe, hereto- 
fore Traveling Freight Agent of the Iowa Central at 
Peoria, Il]., has been appointed Chief Clerk of the gen- 
eral freight department of this company. 


Baltimore & Cumberland Valley.—At the annual 
meeting of stockholders, held at Hillen Station, Balti- 
more, Md., Oct. 20, the following Directors were elected: 
Jobn M. Hood, Lloyd L. Jackson, B. A. Betts, Chas. W. 
Humrichouse, Abraham O. Frick, Henry A. McComas 
and Geo. R. Gehr. 


Baltimore & Ohio.—A. J. Frazer, heretofore Division 
Superintendent of the Southern at Birmingham, Ala., 
has been 2 fe my Superintendent of the Pittsburgh 
Division of this road, with headquarters at Pittsburgh, 
Pa., to succeed M. B. Cutter, who resigned Sept. 1. The 
appointment will take effect Nov. 1. The commercial 
freight agencies at Kansas City, Mo., and at Quincy, II1., 
held respectively by A. J. Davies and H. A. Laing, have 
been abolished, effective Nov. 1. 


Baltimore & Ohio Southwestern.—F. B. Johnson has 
been appointed Traveling Passenger and Freight Agent 
of the Springfield Division with headquarters at Spring- 
field, Ill. The appointment will take effect Nov. 1. 


Black Diamond.--L. C. Carter, of Knoxville, Tenn., 
has been appointed Superintendent of Location for all 
bridges and viaducts along this system. 


Cincinnati, New Orleans & Texas Pacifie.—Charles 
Patton, heretofore Cashier and Paymaster, with head- 
quarters at Cincinnati, O., has been elected Treasurer, 
with office at Cincinnati, O. 


Cleveland, Lorain & Wheeling.—W. H. Romoser, 
heretofore Trainmaster, with headquarters at Ubrichs- 
ville, O , has been appointed Superintendent, with office 
at the same place, to succeed P, Bruner, resigned. 


Cleveland Terminal & Valley.—At the annual meet- 
ing of stockholders held at Cleveland, O., Oct. 19, 
Messrs. J. M. Duane and Calvary Moore were elected 
Directors to succeed Messrs. Alexander Shaw and Wm. 
H. Blackford. 


Cleveland, Wooster & Muskingum.—At the annual 
meeting of stockholders held at Cleveland, Oct. 19, the 
following Directors were elected for the ensuing year: 
Thomas M. King, J. T. Johnson, F. H. Goff, E. C. 
Lemars, Daniel E. Durr and J. B. Taylor. Thomas M. 
King was elected President to succeed C. J. Ryan. 


‘olorado Midland.—At a meeting of stockholders, 
held at New York Oct. 26, the following Directors were 
elected: Frederick P. Olcott, B. A. Sands, James N. 
Jarvie, Charles F Ayer, George Sherman, EK. Francis 
Hyde, James N. Wallace, George Bertine, George W. 
Ristine, Henry T. Rogersand Lewis B. Johnson. George 
W. Ristine, heretofore Receiver and General Manager, 
was elected President. 


Denver & Rio Grande.—Philip Doddridge has been 
appointed General Agent, with headquarters at St. 
Louis, to succeed W. J. Jeffrey, deceased. 


Duluth, Missabe & Northern.—J.T. McBride, General 
Manager, with office at Duluth, Minn., having resigned, 
that office has been discontined, and hereafter all mat- 
ters pertaining to that department should be referred 
to W. J. Olcott, First Vice-President, Duluth. 


Evansville & Richmond.—At a meeting of stock- 
holders, held at Washington, Ind., Oct. 20, the foltlow- 
ing directors, all of Chicago, were elected: John R. 
Walsh, Lyman A. Walter, A. S. Lansier, A. F. Patch 
and F. M. Trissall. At a subsequent meeting of the 
Directors John R. Walsh was elected President and 
Lyman A. Walter Secretary. 


Fort Wayne, Terre Haute & Southwestern.—At a 
meeting of stockholders, heid at Indianapolis, Ind., Oct. 
25, the following directors were elected: Charles M. 
Bradley, Rock Island, Ill.; J. G. Skinner, Moline, II1., 
F. A. Gregory, John J. Appel, William H. Daggett 
Oliver W. Isensee and W. P. Kappes, all of Indianapolis. 


International & Great Northern.—George L. Filer, 
who was recently appointed Commercial Agent, with 
headquarters at San Antonio, Tex., has been transferred 
to Dallas, Tex., to succeed John T. Hendricks, resigned 


Lehigh Valley.—Thomas A. Cole, heretofore Chiet 
Clerk in the passenger department, has been appointed 
Acting Car Accountant,with headquarters at Bethlehem, 
Pa., to succeed C. H. Webb, Car Accountent, resigned. 


Maine Central.—At the annual meeting of stock- 
holders held at Portland, Me., Oct. 20, Wm. P. Frye and 
Richard Oiney were elected Directors to succeed Payson 
Tucker, resigned, and Geo. M. Pullman, deceased. George 
S. Hobbs has been elected General Auditor to sueceed 
Wm. M. Colby; he will have general charge of the audit- 
ing department under the direction of the President and 
the Board of Directors or Executive Committee. T. L. 
Dunn has been appointed Chief Engineer with office at 
Portland, Me.; he will have charge of all matters relating 
to maintenance of way, bridges and buileings. <A. S. 
Bosworth has been appointed Purchasing Agent with 
office at Portland, Me. The office of Supply Agent bas 
been abolished. The above appointments took effect 
Oct. 21. 


Mexican Central.—G. A. Muller, heretofore Commer- 
cial Agent at the City of Mexico, has been transferred 
to El Pasv, Tex.. to succeed R. E. Comfort, resigned. <A. 
F. Andrade bas been appointed Commercial Agent at 
the City of Mexico, to succeed Mr. Muller. 


Nashville & Decatur.— At the annual meeting of stock- 
holders held at Nashville, Tenn., Oct. 20, the following 
Directors were elected: D. B. Cliffe. W. A. Goodwin, 
T. S. Weaver, Byrd Douglas. A. W. Harris, W. W. 
Berry, J. H. Thompson, John Orr, John Overton, W. E. 
Winstead, W. R. Pryor, J. E. Washington, G. A. Wash- 
ington, H. A. Tyler and M. H. Smith. 


Northern Pacific.--At the annual meeting of stock- 
holders, held Oct. 21, the following new directors were 
elected for the ensuing year: Daniel S. Lamont, Charles 
S. Mellen and John G. Moore. 


Oregon Short Line.—George Hickey, heretofore Chief 
Clerk to the General Superintendent, has been ap- 
ser Car Accountant, with headquarters at Salt 

wake City, Utah, to succeed W. D. Lincoln, resigned. 
Mr. Hickey will be succeeded as Chief Clerk to the Gen- 
eral Superintendent by H. C. Jenkinson. 


Portland & Rochester.—At the recent annual meeting 
of stockholders held at Portland, Me., the following 
Directors were elected for the ensuing year: Franklin 
A. Wilson, Lucius Tuttle, Richard Olney, Samuel cC. 
Lawrence, William G. Davis, Joseph S. Ricker, Lewis 
C. Ledyard, Henry M. Whitney, Henry R. Reed, 
Thomas W. Hyde, John Ware, Joseph H. Manley and 
William P. Frye. 


Rio Grande, Sierre Madre & Pacific.—J. T. Logan, 
formerly Manager of the Pacitic Express Co., at El 
Paso, ‘Tex., has been appointed General Traffic Manager 
of this road, with headquarters at Juarez, Mex. 


Western Maryland.—At the annual meeting of stock- 
holders held at Hillen Station, baltimore, Md., Oct. 20, 
Wm. Updegraff was elected a Director to succeed Wm. 
Kealhofer, of Washington County, resigned. 


Wheeling & Lake Erie.—W.J. Sherman, Chief Engi*® 


neer, with headquarters at Toledo, O., having resigned, 
that office has been abolished. ‘The duties of the office 
will be assumed by the General Manager. Frank E. 
Bissell and A.S Bretherton have been appointed As. 
sistant Engineers, reporting to the General Manager. 
T. P. Bodell has been appointed Superintendent of 
Bridges, Buildings and Water Stations, reporting to the 
Superintendent. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 





Arkansas Southern.—It is reported that surveys are 
being made for an extension of this road from Junction 
on the southern boundary of Arkansas southeast through 
Louisiana to Monroe, about 90 miles. The road, row runs 
from El Dorado, Ark., south 27.3 miles to Junction City. 
It was chartered in 1892 to build from El Dorado to Alex- 
ander, La , 125 miles. The present road was completed 
in 1894. C. C. Henderson, El Dorado, Ark., is General 
Manager. 


Atlanta & Alabama.—It is reported that work has 
been begun on this road to run from Atlanta, Ga., south- 
west through Georgiaand Alabama to Selma, in Douglas 
County, Ala., 180 miles (see this column for July 16). 
The work was begun at Selma on Oct. 21 with 50 mules 
and 100 men. ‘The Erie Construction Co., of New York, 
is said to have the contract for building the road. R. M 
Mitchell, of Augusta, Ga., is President. 


Black Diamond.—L C. Carter, of Knoxville, Tenn., 
the recently appointed Superintendent of Location for 
bridges and viaducts, starts on November | to plan and 
locate the bridge across the Ohio River at Dover, Mason 
County, Ky. Later he will locate the Ohio River bridge 
at Vevay, Ind., a bridge across the Clinch River in Ten- 
nessee and two across the Tennessee River near Knox- 
ville. This system is the one proposed by A. E. Boone, 
of Zanesville, a number of whose projects have been 
given from time to time in these columns. 


Brockville & St. Lawrence Bridge Co.—This com- 
pay was incorporated in New York Oct. 28, with a 
capital of $2,500,000, being the consolidation of the 
Brockville & New York Bridge Co., which has the right 
to build and maintain a bridge between Brockville, 
Can., and Morristown, N. Y., and the St. Lawrence 
Railway Co., which has been formed to build a road 
from Morristown to connect with the Utica & Black 
River branch of the Rome, Watertown & Ogdensburg 
division of the New York Central & Hudson River. The 
officers of the new company are: President, Charles J, 
Pusey. Brockville; Vice-President, Clark R. Griggs, 
New York; Secretary, R. T. Colburn, New York; ‘Treas- 
urer, Lucien B. Howland, Brockville. 


Burlington & Missouri River.—Surveys have been 
completed for a branch from Cambria, Weston County, 
Wyo., northeast to Dumont, on this company’s line, 
18 miles south of Deadwood, S. Dak. This will greatly 
facilitate the transportation of coal and coke from 
Cambria to the smelters at Deadwood. The haul will 
be reduced from 160 miles over four per cent. grades to 
50 miles over two per cent. grades. This line will run 
through a good timber region, which will also be of 
value to the Black Hills mining industries, 


Canada Atlantic.—The extension of this line south 
from Lacolle, Que., to Alburg Springs, Vt., a point on 
the Central Vermont, is practically completed. From 
Alburg Springs to Swanton, seven miles, the company 
has a trackage contract with the Central Vermont. At 
Swanton the company is putting in an extensive terminal 
for the Central Vermont and the Boston & Maine, which 
it is expected will be finished not later than Noy. 15 
together with the new line. This extension from Lacolle 
with bonds at $25,000 per mile was authorized by the 
Canadian government last winter. The road crosses the 
Richelieu River by bridge at Lacolle. The new road and 
the traffic agreement will give the company a line from 
Swanton to Parry Sound, Que., where it is stated that 
connection will be made by steamers for Chicago. (See 
these columns for Oct. 8) E. J. Chamberlin, Ottawa, 
Ont., is General Manager. 


Central of Pennsylvania.—It is reported that engi- 
neers are surveying for an extension from Lehigh Gap, 
Pa., northeast about 12 miles through Millport to 
Kunkleton, Monroe a The road is for the benefit 
of the New York-Pennsylvania Mining & Mfg. Co., 
which has recently purchased beds of clay in the vicinity 
of —n to manufacture tiling, brick and similar 
articles. 


Chicago & Northwestern.—This company has let a 
contract to D D. Streeter & Co.,of Chicago, for some 
second track work from Barrington to Harvard. IIL., 31.1 
miles. and from Evansville te Madison. Wis., 22.5 miles. 
The line issiugle track at present. Someof the work 
will be done this fall, and the balance will be turnished 
next season. 


Chicago Terminal Transfer.—The second track on 


the old Chicago & Calumet Terminal from Blue Island,- 
Ill., northwest via Chicago Ridge & Chappell, to Mc 
Cook, 13.88 miles, has been completed. The work was 
done by the Chicago & Calumet Terminal (see this col- 
umn for May 21), which was subsequently leased to this 
company. The maximum grade is 20 ft. per mile; the 
maximum curvature 6 deg. There are four wooden 
trestle bridges, a total length of 381 ft., two steel bridges 
with a total length of 325 ft., and five railroad 
crossings. The building has been paid for out of the 
earnings of the property. Work was begun May 1 and 
the track was completed and in operation July 1. 


Cincinnati, Georgetown & Portsmouth.—The 

citizens of West Union, O., have guaranteed $10,000 to 
this company to aid in building an extension from 
Georgetown southeast about 20 miles to West Union, 
and surveyors are now running a line. The present 
road extends from Cincinnati southeast 42 miles to 
Georgetown. E. W. White, Cincinnati, is Vice-Presi- 
dent ard General Manager. 


Coast Railway of Nova Scotia.—Thirty-one miles 
of this company’s road, from Yarmouth east, to East 
Pubnico, N.S., are now completed and trains are run- 
ning. Work is being actively prosecuted on the 20 miles 
between East Pubnico and Barrington, and it is ex- 
pected to have that portion ready for operation by June 
30 next. a of way has been obtained from East Pub- 
nico to the Clyde River, and a re-location of the line will 
be shortly commenced from Clyde River to Shelburne, 
This line makes direct connection at Yarmouth with the 
Yarmouth Steamship Co., of Boston. As projected, the 
line is to extend from Yarmouth around the southern 
end of the peninsula to Lockport. (See this column for 
Pi 30.) L.H. Wheaton, Yarmouth, N.S., is Superin- 

endent. 


Columbia & Western.—The new extension from 
Trail, B. C., northwest 22 miles to Robson (see this col- 
umn for July 16) has been completed by the contractors, 
Messrs. Winters, Parsons & Boomer, of Butte, and 
turned over to the company. With this addition the road 
now extends from Roslin northeast 36 miles to Robson. 
The company has a charter to make a further extension 
westward, from Roslin to Peuticton. 


Dakota, Wyoming & Missouri.—Complete plans 
were filed in the United States Land Office at Rapid 
City, S. Dak., Oct. 14 for this road, which is projected to 
run from Rapid City west 30 miles to Mystic. The road 
was surveyed and graded nearly the entire distance sev- 
eral years ago. but the work was stopped for lacx of 
money. W. T. Coad, Rapid City, is President. 


El Paso & Northeastern.—This company has heen 
incorporated in New Mexico with a capital stock of 
$2,700,000, to build a railroad from El Paso, Tex., north- 
east, 165 miles, through New Mexico to White Oaks and 
the Salida coaltields. This company represents the 
same road as the El Paso & White Oaks, incorporated in 
New Mexico in September (see this column for Sept. 24), 
The directors are: Charles B. Eddy and W. A. Hawkins, 
of New Mexico; John A. Eddy, of Colorado; C. D. Simp- 
son and H. D. Simpson, of Scranton, Pa.: B. C. W. 
Lowery and B.S. Harmon, of New York. The officers 
are: C. B. Eddy, President; C. D. Simpson, Vice- 
President; H. D. Simpson, Treasurer; B. S. Harmon, 
Secretary; John A. Eddy, in charge of construction. 

The New Mexico Railway & Coal Co., an adjunct of 
this railroad company, was incorporated at the same 
time in New Mexico with a capital stock of $4,000,000, 
having the same Board of Directors. 


Erie & Central New York.—It 1s reported that the 
grading has been completed for six miles beyond Solon, 
N. Y., from Cortlandt, and all is ready for the ties and 
rails. ‘two miles remain to be graded and a few trestles 
are yet to be built. Fences and telephone poles have 
been erected nearly to Solon. Theroad as projected is 
to extend from Cortlandt, southeast through McGraw. 
ville, Solon and Freetown to Cincinnatus, 161¢ miles 
(see this column for Aug. 27). W. D. Tidsdale, Cort- 
landt, N. Y., is President. 


Georgia Pine.—Track has been laid for 20 miles from 
Bainbridge, Ga., north to Colquit and grading has been 
completed for two miles beyond. Regular train service 
is in operation between Bainbridge and Colquit. 
Seventy-five men are at work on the extension, which 
is plauned to go to Arlington, in ali 89 miles. (See this 
column for July 16.) R. B.Coleman, Bainbridge, Ga., is 
General Manager. 


Great Northern.—The Eastern Minnesota Division 
of this company has filed in the office of the Minnesota 
Secretary of State the declaration of intention to build 
and operate a branch line from a point on the Great 
Northern near Saunders, Wis., just south of West Supe- 
rior, running northwest 220 miles up the St. Louis River 
through Cloquet, and north of Leech Lake to Fosston, 
Minn. This is the proposed connection between the 
Fosston Branch and Dujuth referred to in this column 
last week. It is reported that work will begin on the 
new line at an early day, and that it will be completed 
as early as possible in 1898. Work has already begun 
under contractors A. Guthrie & Co., of St. Paul, for the 
cutoff branch near Saunders. 


Tfouston, East & West Texas.—This company is re- 
laying 115 miles with 60-lb. rails, distributed as follows: 
From mile post 125, just above Lufkin, Tex., to Logans- 
port, 75 miles: on the Houston & Shrevepert Division 
from Logansport to Shreveport, 40 miles. This will 
complete the 60-lb. rails for the entire track between 
Houston & Shreveport. (See this column for Sept. 10.) 


Kickapoo Valley & Northern.—The extension of 
this road from Readstown, Wis., northeast 1214 miles, 
to La Farge (see this column for July 16), has been com- 
pleted and trains arerunning. This completes 51 miles 
of road from Wauzeka to La Farge. The heaviest 
grades are one per cent., maximum curvature 10 dey. 
There is one tunnel 420 ft. long, and eight steel bridges 
of 60 ft. girders. E.A. Wadhams, Milwaukee, Wis., 
is Receiver. 


Lehigh Valley.—Plans have been drawn and surveys 
made for building a branch from Cayuga, N. Y., east 
about 10 miles to Auburn. The company is now build- 
ing a branch from Seneca Falls west to Geneva Junc- 
tion, eight miles. (See this column for Oct. 1.) When 
a bridge is built across the upper end of Cayuga Lake, 
and the connection completed between Seneca Falls and 
Cayuga, the pen f Valley will have a direct line be- 
tween Auburn and Buffalo. 


Mansfield Short Line.—Under this title the North- 
western Monroe, to be run from Lucas, O., northeast to 
Mansfield, and the Richland, to be run from Mansfield 
northeast to Shelby, O., all in the county of Richland, 
are to be consolidated, with a capital stock of $60,000. 
This is the same company that was incorporated in Ohio 
in September to build a road from Lucas, through Mans- 
field, to ww 8 about 20 miles. (See this column for 
Sept. 20.) E. H. Zurhcrst, Sandusky, O., is Secretary. 
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Milwaukee & Superior.—Nine miles of track have 
been laid from Sussex, Wis., west to North Lake, and 
trains are running the whole distance, though the track 
is still unballasted. The road now runs from Norih 
Lake, east 36 miles to Milwaukee. (See this couumn for 
May 21.) Fifty men, one steam shovel and two gravel 
trains are at work building and thejbridges and trestles 
are nearly completed. Contracts were let last spring to 
Bracey, Townsend & Co., requiring the completion of 
the work by Aug. 1, but the contractors after doing 
some work, failed to keep their contract and abandoned 
the work, which is now being finished by the railroad 
company. Stations are built at Merton and North 

4ake; telegraph wires are up and fencing is about two- 
thirds done. At North Lake ice-houses have been 
erected and stocked with ice. Winfield Smith, Mil- 
waukee, Wis... is President, and William Powrie, 
Waukesha, Wis., is Chief Engineer. 


Minneapolis-Aneka Suburban Railway.—This 
company was incorporated in Minneapolis Oct. 13, with 
a capital of $100,000, to build a line from Anoka southk- 
east 20 miles to Minneapolis. The incorporators are 
Geo. D. Bartlett, J. H. Niles, J. C. Engel, .R. Gillis, 
C. E. Burnett, A. R. Woodmansee, I. A. Caswell, Henry 
Lee and T. G. McLean. The first officers are: Presi- 
dent, Geo. D. Bartlett; Vice-President, T. G. McLean; 
Secretary, J. C. H. Eagel: Treasurer, C. E. Burnett. 
All the incorporators and officers are of Anoka. 


Mississippi Valley.—This company has put a force of 
men at work to complete the grading between Chester, 
Ill., and Grand Tower, about 30 miles. The road as pro- 
jected is to extend from East St. Louis, IIl., southeast 
down the Mississippi to Cairo, about 135 miles. As it 
will follow the river the grade is light. 


Missouri & Iowa Southern Railway.--This com- 
pany was incorporated in Missouri, Oct. 19, with a cap- 
ital stock of $70:',000 to build a road from Sedalia, Pettis 
County, north 50 milesto Miami, a point on the Wabash. 
Among the incorporators are: A. L. Strang, S. C. Gold 
and James Humphrey. 


Mobile, Jackson & Kansas City.—Four hundred 
men are now at work on the second section of 22 miles 
from Dog River to Pascaguola River and building is 
going forward rapidly. (See this column for Aug. 27.) 
This section was let to C. D. Smith & Co., of Birming- 
ham, Ala. Contracts will be let shortly from Pascaguola 
River northeast to Hattiesburg, Miss.,40 miles. The 
first 30 miles to Dog River are now being operated. 
‘There is a steel bridge to be built over the Pascaguola 
River and another over Dog River. There are many 
trestles to be built, one 1,200 ft. long. The projected 
road runs from Mobile, Ala., northwest 200 miles to 
Jackson, Miss. H. H. Lane, Mobile, Ala., is acting 
General Superintendent, and R. F. Ezzell, Chief Engi- 
neer. 


Montana Central.—A contract has been let to Frank 
Lewis, of Belt, Mont., to build a branch in Cascade 
County, Mont., from Sand Coulee, 644 miles, to the Cot- 
tonwood Coulee line and coalfields. It is stated that 250 
men have been put at work in building. 


North & South Mountain.—Under this title a com- 
pany has been organized to build a road from Fort 
Steele, Carbon County, Wyo., on the Union Pacific, 
south about 200 miles into Colorado to connect with a 
point on the Colorado Midland. Among those _ inter- 
ested are Col. Stephen Downey, of Wyoming, and J. C. 
— of Denver, Col., nephe'v of Senator H. M. Kel- 
er. 


Ohio River & Charleston.— The extension of this 
road from Blacksburg, S.C., southwest 10!¢ miles to 
Gaffney (see this column for Aug. 27), has been com- 
pleted and trains are nowrunning. This makes avail- 
able valuable water power from the Broad River near 
Blacksburg, and connects the cotton mills at Cherokee 
Falls and at Gaffney with the main line. 


Pembroke Southern.—Bids are invited by J. A. 
Thibordeau, Secretary, Pembroke, Ont., for the building 
of this road which is to extend from Pembroke, a point 
on the Canadian Pacific, southwest about 21 miles, to 
Goldeu Lake on the Canada Atlantic (see this columa 
tor Sept. 3), Wm. Russell, Jr., of Pembroke, is Chief 
Engineer. 


Philadelphia & Reading.—Additional track on the 
Little Schuylkill Division of this road, from Tamaqua, 
Pa,, south to Reynolds, 5.3 miles, has been completed, 
making the road double-track between these points. 


Pittsburgh, Bessemer & Lake Erie.—Although the 
road is open for operation the business done is only lim- 
ited as the company is waiting for the completion of the 
bridge across the Monongahela River. The old She- 
nango road is rebuilding, and is not yet in complete 
order. Meantime, the big steel cars, 100,000 lbs. capacity, 
are being used by the Pennsylvania Railroad. 


Pittsburgh, Connellsville & Baltimore.—This com- 
pany was incorporated in Pennsylvania, Oct. 25, with a 
capital stock of $150,000 to build a line about nine miles 
long in Fayette County from a point on the Baltimore 
& Ohio and the Pennsylvania near Fairchance. The 
Officers and Directors are: President, R. E. Murdock, 
Ingram, Pa.; Treasurer, John G. Hosick, Springdale, 
Pa.; Directors, Charies W. Stoup, Mationa, Pa.; J. J, 
Gray, Selwyn N. Taylor, D. R. Gray, John O’Connell, 
J. H. Hillman, of Pittsburgh, and David Shaw, Mc- 
Kees Rocks, Pa. 


Salt Lake & Los Angeles.—Contracts have been 
signed by the officers of this road and the Oregon Short 
Line, providing that the Salt Lake & Los Angeles is to 
take possession of the Utah & Nevada branch of the 
Oregon Short Line, which runs from Salt Lake City, 
Utah, southwest 37 miles to terminus and the property 
at Garfield Beach. In return the Salt Lake & Los 
Angeles is to give first mortgage bonds for $300,000 and 
agrees to increase the gage to standard from Salt Lake 
City to Terminus and to extend the road from Terminus, 
south to Ophir, about 10 miles. It further agrees to 
build within two years a standard gage road from Tin- 
tic, a point on the Oregon Short Line, 50 miles south of 
Salt Lake City, to the Deep Creek Country, west about 
100 miles. The Oregon Short Line furnishes rails, loco- 
motives and equipment which it has on hand for the 
Utah & Nevada branch. N. W. Clayton, Salt Lake, is 
General Manager of the Salt Lake & Los Angeles. 


Seaboard Air Line.—After a conference last week 
between General Manager St. John, of this company, 
and Presidents J. L. Orr and J. A. Smyth, of the Pied- 
mont and Pelzer cotton mill companies, who represent a 
number of large mills in those towns of South Carolina, 
it was decided to build a branch from Abbeville, on the 
Seaboard Air Line, north 37 miles, to Pelzer and Pied- 
mont. ‘Lhe mill men were assured that the road would 
be built as speedily as possible. 


Southeastern & Atlantic,—This company is being 


organized to build a belt line around Norfolk & !Ports- 
mouth, Va. Stock in the company is owned by the New 
York, Philadelphia & Norfoik, Seaboard Air Line, 
Chesapeake & Ohio, Atlantic & Danville, Norfolk & 
Carolina, Southern and Norfolk & Southern, all of which 
will be connected by the new line, A.J. Cassat, of 
Philadelphia, is President, and Joseph U. Crawford 
Chief Engineer. It is reported that work has been begun 
and that the entire cost of building will be $5C0,000. 


Southern.—The Alabama Great Southern division has 
been relaying 25 milesof track from Wauhatchie, Tern.. 
southwest to Fort Payne, Ala., with 2.500 tons of new 
rails. (See this column for Aug. 6.) 


Springfield, Little Rock & Gulf.—Shareholders of 
this company at a meeting held at Little Rock, Ark., 
Ot. 21, authorized its President to issue first mortgage 
bonds to build and Pa 700 miles of line under the 
Smith land grant bill passed by the last legislature. 
(See this column for July 2). The provisions of that bill 
are that the company receive a thousand acres per mile 
of Arkannsas state lands on the main line, limited to 
counties laying within 50 miles ofthe railroad. Work 
must be begun before Dec. 26. John A. Hinsey, of Chi- 
.cago, is President, and John B. Jones, of Little Rock, 
Ark., is Secretary. 


Tennessee Northernv.—Grading has been completed 
for 13 miles between Cumberland Junction, Tenn., a 

oint on the Southern, and Warren, two miles north of 

a Follette, and track has been laid and ballasted the 
entire distance. Train service is in operation between 
Cumberland Junction and La Follette. (See this col- 
umn for Oct. 1.) J. K.Sroufe, of La Follette, Tenn., is 
Chief Engineer. 


Toledo & Northwestern.—This company has been 
incorporated in Michigan with a capital stock of $200,000 
to build a railroad from Albion north about 25 miles to 
Charlotte, both points on the Michigan Central. It is re- 
ported that work has been begun at Charlotte. 


Union Pacific.— Preliminary surveys have been made 
for a contemplated reduction in the mileage of this road 
in Wyoming from Cooper Lake in Albany County to 
Percy in Carbon County see this column for Sept. 3). By 
the proposed re-location the main line would 


Carbon and Rock Creek would be cut off. 


Washington, St. Mary’s Bay & Point Lookout.— 
Contracts have been let for building the first 18 miles of 
this line from Mechanicsville (see this column for Sept. 
29). The road is to extend from Washington, D. C., 
southeast to Point Lookout, Md. Col. A. B. Linderman, 
of Philadelphia, is President. 


Washington, Westminster & Gettysburg.—Notice 
is given of the intention of this company to make appli- 
cation to the Governor of Pennsylvania on Nov. 13 fora 
charter for the Pennsylvania end of this proposed road 
from Gettysburg south about 75 miles through Littles- 
town, Pa., Union Mills, Westminster, Mt. Airy, Damas- 
cus, Etchinson, Laytonsville, Washington Groce and 
Rockville to Washington, D. C. (See this column for 
Oct. 8.) The incorporators are: J. B. Colegrove, C. F. 
Frothingham, A. G. Denniston, Charles H. Duttera, 
John A. Shorb and Solomon D. Mehring, of Littles- 
town; John A. Hughes, Samuel M. Bushman, C. A. 
Trostle, David G. Minter, Amos J. Collins and Jacob F. 
Weybright, of Gettysburg. 


Wyoming & North Western.—Articles of incorpor- 
ation have been filed at Cheyenne, Wyo., fora line from 
Casper, the present terminus of the Fremont, Elkhorn 
& Missouri Valley, west about 300 miles along theWind 
River through Natrona, Fremont and Utica counties to 
the western border of Wyoming. It is reported that 
some 60 miles of this road will be built at once from 
Casper west. The capital stock is $6,000,000: principal 
office, Casper. The incorporators are Thos. S. Moffat, 
Reuben Hatch and Thos. J. Brown, all of Chicago. 








Electric Railroad Construction. 





Amherst, Mass.—The Northampton & Amherst Elec- 
tric Railway Co. has petitioned the Selectmen of Am- 
herst and Hadley, Mass., for franchises to build its 
projected electric road through those towns. The 
Amherst & Sunderland Electric Railway Co. has Jalso 
petitioned for permission to build over the same route. 


Binghamton, N. Y.—A committee appointed to in- 
vestigate the desirability of building an electric road 
from Otselic Valley to Binghamton has reported in favor 
of its construction, which, as proposed, will be 46 miles 
in length and cost about $800,000. 


Brookfield, Mass.—The town of Brookfield ata spe- 
cial meeting last week voted to grant a franchise to the 
Warren, Spencer & Brookfield Electric Railroad to lay 
a track in the highway from East Brookfield to the 
North Brookfield line. There was considerable opposi- 
tion, a considerable element desiring to have the branch 
leave the main line at Brookfield instead of East Brook- 
field. The line granted fies parallel to the North Brook- 
field Branch of the Boston & Albany. 


Buffalo.—The Grade Crossing Commissioners have 
decided to grant the request of the Buffalo Traction Uo. 
to cross the tracks of the Lehigh Valley and Erie rail- 
roads at grade, using proper derailing devices to avoid 
accidents at the crossings. 


Denver, Col.—The Pueblo Chieftain states that the 
Denver & South Park Railroad has filed articles of in- 
corporation and sufficient money has been subscribed to 
build a road from Denver to Fairplay. 


Flint, Mich.—The right of way foran electric road 
between Flint and Pontiac has been secured. Joseph 
Sawyer, of Pontiac, and George E. Taylor, of Flint, are 
among the promoters. 


Hamilton, O.—The Hamilton, Venice & Okena Elec- 
tric Street Raiiroad Co. has filed articles of incorpo- 
ration, the incorporators including O. V. Davis, W. C. 
Shepherd and E. Mueller. The capital stock is $10,000, 
— the headquarters will be at Hamilton, Butler 

Younty. 

Our correspondent informs us that President Myles 
of the Hamilton, Grimsby & Beamsville Electric Rail- 
way, hassucceeded in raising the sum of $200,000 to bui d 
anelectric line from Beamsville to St. Catharines. 

A large amount of the stock required for the construc- 
tion of the Hamilton, Chedoke & Ancaster Electric 
Railway has been subscribed, and it is hoped to com- 
mwence work at an early date. 

The Hamilton Electric Power & Manufacturing Co. 
has applied for the franchise to build an electric road 
on the city streets, 


La Porte, Ind.—It is proposed to build an electric 


short- , 
ened about 20 miles. The stations of Medicine Bow, — 


rood to connect Goshen, Ind., with Danville, Ill, and it 
is stated that two routes have been surveyed. 


Mason, Mich.—The Agricultural College of Mason, 
Mich., has, according to reports, been granted a fran- 
chise to build a short electric line to connect with the 
present electric road at Lansing. 


Mt. Healthy, O.—Albert B. Donn, Village Clerk of 
Mt. Healthy, will give information regarding the con- 
struction of a street railroad over route No. 1, bids for 
which have been asked for Nov. 3. 


New Britain, Conn.—A petition is being circulated 
in East Berlin and vicinity asking the Central Railway 
& Electric Co., of New Britain, Conn., to extend its line 
from Berlin to East Berlin, as provided in the charter 
granted by the last legislature. 


Old Point Comfort, Va.—A new comodany recently 
organized to build an electric road from Hampton and 
Newport News to Old Point Comfort is making prelimi- 
nary preparations so as to begin the work as soon as the 
charter is granted. 


Pekin, I1!.—The Peoria & Pekin Traction Co . which 
is building a road between the places mentioned in the 
title, has purchased from the Pekin Improvement Co , 
a site on which it proposes to build a Union station. It 
arrangements can be made with the Chicago, St. Louis 
& Peoria, the Cleveland, Cincinnati, Chicago & St. 
Louis and the Peoria, Decatur & Evansville railroads, 
these steam lines will pass into the city over the new 
tracks to be placed by the Traction Company and use the 
proposed Union station as a terminus, 


Philadelphia.—Resolutions granting permission for 
an extension of the lines of the Union Traction Co. in 
the first ward and also for that road to remove one of 
its tracks in East Susqushanna avenue have been re- 
ferred by the City Passenger Railway Committee of the 
City Council to sub-committees. 


Rockville, Conn.—The new electric road from Man- 
chester to Rockville will be ready to open for travel in 
about two weeks. R. W. Hildreth & Co., of New York, 
are the contractors and Wm. H. Olmstead of East 
Hartford, is the Civil Engineer. 


Shenandoah, Pa.—The Shenandoah Street Railway 
Co. has been granted a charter to build an electric road 
from Shenandoah to Ringtown. The capital stock is 
placed at $100,000. 


Somerville, N. J.—The New York & Philadelphia 
Traction Co., which has met opposition in building its 
line from Somerville to Bound Brook, placed 800 labor- 
ers at work on Sunday morning «nd completed three 
miles of track and had cars running before the close of 
the day. An injunction was served early Sunday morn- 
ing, but the Superintendent refused to regard it on the 
ground that no courts were open on Sunday and that 
the Traction Co. could not be enjoined by law before 
Monday. 


Tamaqua, Pa.—The Tamaqua & Langsford Street 
Railway Co. has completed the tracks which connect 
Tamaqua and Summit Hill with the towns in Panther 
Creek Valley. 


Warren, Pa.—Work is being pushed on the branch 
connecting North Warren with the main line of the 
Warren Street Railway Company. When completed 
aoe will be run between North Warren and West 

fod. 


Waynesboro, Pa.—Articles of association have been 
signed by the stockholders of th2 Blue Ridge Electric 
Railway Co. The capital stock has been placea at $50,C00 
and the application for a charter will be forwarded to 
the State Department at Harrisburg very soon. It is 
proposed tv build the road early in the spring. 


Wilmington, Del.—The Newport, New Castle & 
Wilmington Railway Co. has completed its organiza- 
tion by the election of Thomas Holcom, of New Castle, 
Del., as President, and J. A. Cranston, of Newport, Del., 
Secretary. The compaoy will build an electric road from 
Newport to Wilmington, through New Castle. 


GENERAL RAILROAD NEWS. 
Atchison, Topeka & Santa Fe.—The earnings for 
September and for the three months ended Sept. 30 were 





cas tollows: 




















September : 1897. 1896. Inc or Dec. 
Average mileage....... 6,934.96 6,890 76 1, 41.20 
erry $3,423,213 $2,911,546 1. $511,667 
i (tS 2,358,034 2,028 ,668 1. 329,366 

INGE GOR Eiis dc oe) 556. see $1,065,179 $882.878 J. = $382,201 
Taxes and rentals...... 140,915 181,317 dD. 40,402 

Income from oper.... $924,264 $701,561 I. $222,703 
Three months: 

GLOSS CAPD... ..cccccccce $9,232,026 $7.954,445 I, $1,277,581 
Oper. expen. ...... -. . 6,780,8 8 5,765,714 I. 1,019,094 

WG COE Rin ca cence cies 2,451,218 $2,188,731 T. $262,487 
Taxes and rentals...... 422.620 535,517 D. = 112,897 

Income from oper.... $2,! 28,598 $1,653,214 I. $375,384 


Baltimore & Ohio.—The Receivers having given 
notice that the payment of the coupons of the Phila- 
delphia branch 4's per cent. sterling bonds, due 1933, 
will not be made when due, Oct. 1 (see this column tor 
Oct. 1), Brown, Shipley & Co., London, have given 
notice that it is their intention to take immediate steps 
for the protection of the bondholders’ interest. Holders 
are requested to deposit their bonds with that firm 
without delay. 

The earnings for August and for the two months 
ended Aug. 31 were reported as follows. 








August: 1897. 185. Inc. 
CRORE GRR ooo ccks inccccesccass $2,371,830 $2,298,356 $73.474 
Os CRE cccces wcccccue 1,635,237 1,635,017 20,2:0 

NOUGAMI vc viccesccccenacas $716,593 $663,339 $53,254 

Two months: 

CGR ONIN ice ins cvccdasccece $4,554,286 $1,4186.654 $67,632 
Oper. OXPGN.........00 . 3345584 3,307 430 37,654 
NOU GORD cps caccacecccesKes as $1,208 902 $1,148,924 $29,978 


Central of Georgia.—The earnings for September 
and for the three months ended Sept. 30, were as fol- 
lows: 


September: 1897. 1896. Inc, or Dec. 





MINED d << ccrsccdceuevesade 1,423.71 1,459.14 seas 

CGED CREB oia an ciiccccevedccece $500,086 $488,614 I. $11,472 

Oper. expen. and taxes.... 303,311 308,449 D. 4,638 
INGUGNNE fo 6s cacncedacenax: . $196,275 $180,165 I. $16,110 
Three Months: 

GROSS GOR. «sc cccasesdcves $1,241,495 $1,234,012 I. $7,483 

Oper. expen. and taxes..... 848,766 457,156 D. $8,590 
NOG GRE Misdc i ccccdcccccccecus $392,729 $376,856 I, $15,873 
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Chicago & West Michigan.—Bondholders of this 
road have received the following notice from the Treas- 
urer, dated Oct 21: As the net earnings of the road 
will not admit of the payment of the full amount of 
the coupons due November 1 next of the Chicago & 
North Michigan Railroad Co.’s five per cent. bonds, 
the Directors have passed the following vote in refer- 
epce thereto: a 

‘Voted, That the Treasurer pay the holders of the 
coupons due Nevember 1, 1897, of Chicago & North 
Michigan Railroad Co. five per cent. bonds, one-half the 
amount of same in cash and the other half in 10 year 
coupon scrip of the same form and on the same basis as 
that heretofore issued.” 


Chicago, Milwaukee & St. Paul.—Holders of the 
$766,000 Prairie Du Chien 7.3 per cent. second mortgage 
bonds maturing Feb, 1, 1898, are notified that the last 
opportunity for converting these bonds into preferred 
stock at par will end Oct. 31, 


Chicago, St. Lonis & New Orleans.—Holders of 
seven per cent, currency bonds of this portion of the IIli- 
nois Central, due Nov. 1, 1897 ($1,367,000 outstanding), 
are notified that they can exchange the same for five 
per cent. gold bonds of the Chicago, St. Louis & New 
Orleans, due 1951. The interest on these bonds has been 
reduced to 3}¢ per cent. The exchange will be made on 
this basis: For the old bonds with coupons maturing 
Nov. 1 will be given the new 314 per cent bonds at 93, 
with accrued interest from June 15 of $13 22, and a tash 
payment to the holder of $41.73. The new 3!¢ per cent. 
gold bonds are guaranteed by the Illinois Central Com- 
pany. 


Franklin & Megantic.—Sheriff Blake, of Strong, 
Me., at a public auction held at that place Oct. 25, sold 
the personal property of this company to satisfy an exe- 
cation issued in favor of Weston L. Lewis, President of 
the Sandy River. The property was bougut by Mr. 


Lewis. ‘The road extends from Strong to Kingfieid, Me 
Grand Trunk.—The earnings for August and for 


the two months ended Aug. 31 were reported as follows: 


August: 1897. 1896. Ine. or Dee. 
ere $1 712.578 $1,613,222 . $79,356 
OROE. DEDOR i 6 no nccseses 1,130 664 1,153,555 D.~ 72,391 

oS ae $591,914 $489,667 I. $102,247 


Two months: 
Gross earn .. 
Oper. CXPED...0..- soos 





3,239,235 
2,301.766 


oT ee $9.8,469 I. $221,474 

New England.—The earnings for the quarter ended 
Sept. 30 were reported to the New York State Commis- 
sioners as follows: 
Three months: 


Gross earn.............. $ 
REE, PEDO sods csieccscs 





I. $140,241 
VD. 81,233 


1896. 
$1,356,721 
1,106,802 


1897. 


1.635, 275 











OE CON 5 cscwcaecses $145,584 $219,9'°9 $195.665 
Other income.........-. 8,293 6,413 1,889 
Total income......... $453,877 $ 55,332 $197 545 
oN er 398,238 388.758 9,480 
Surplus......ec0....+. $55,639 (Def.) $132,426 $128,165 


Northern Ceatral.—The earnings for September and 
for the nine months ended Sept. 30 were as follows : 








September: 1897. 1898. Inc. or Dec. 
SRD NE sco caes aneeinecs $676,255 $591,148 i. $82,107 
ONOT, SKNCO . 000 cccsv scones 422,301 39);062 L 27,239 

ee are $253,954 $199,‘ 86 E: $54,868 

Nine months: P 
Grossearn ... $1,885,441 $4,559,335 [. $326,1°6 
Oper. expen 3,404,342 3.416.914 D. 42,562 

NE AGoovesebasasane $1,481,089 $1,112,421 I. $348,065 


Northern Pacific.—The earnings for September and 
for the three months ended Sept. 30, 1897, were reported 
as follows: 

Three 
months. 
$6,179,760 

3,233,468 


September. 
SOMA TORU 5 6 cickwscaiscccsenn <seesascene $2,510,839 
RS IIOD soo so 0:0. 00's eek cdcccan sve 1,094,855 








WE TEE nina accci died cavdsvaew ens chacexy 415,984 $2,916," 92 
0 EEE Sa a ee eee 42,900 12%,700 
Net operating income.......... ... 81,373,084 $2,817,592 
Miscellaneous income, not including 2 Lave 
EDU MRICSGocesyccvscvescveces pala.6 ake 5,243 30,777 
PSteR PE TOBOMIBs ois ocscdkdnvcdemoricocne $1,378 3: $2,828,269 





Oregon Railroad & Navigation.—The earnings for 
August and for the two months ended Aug. 31 were re- 
ported as follows: 

August: 

CRORE WOR 6 oi sess 05506 000s 
CPOE, SEPOR osc ccnvcsvcees 


Ine 


1896. 
$314,170 
236,338 














$161,615 





NE SS ivisnnoknndeuen $107,832 
Two Months: 
Gross earn.... .... ......-- $2,975,693 $2,651 ,£03 $323,89 
DPEE. CEPOR. « cccccncevesee Vig s ) Se eee pean, oe 
oe a ee ae BERINOOB: <nwagsce.  , peSetuaad 
St. Louis & Kansas City.—Judge Taft in the U. 


S. Court at Toledo, O., has filed an order appomting 
Irvin Belford Special Master, with instructions to give 
30 days’ notice to the creditors of this road requesting 
them to file their claims before the Special Master prior 
to Dec. 1. Those failing to comply with the order will 
be excluded from participation in the distribution of the 
company’s assets. This decision came in the case of the 
petitions of Jules Bache and others. 


Southern.—The earnings for September and for the 
three months ended Sept. 30 were as follows: 
September: 


Inc. 
60.59 
$110,007 
79,224 


$30,783 






1,166 S01 


Oper. expen, and taxes..... 





Net earn $635,440 


Three months: 








ASDOMD OBER oi00kccscses osceen $4,890,363 333?,453 
Uper, expen. and taxes..... 3,407,114 202.015 
POURED jcc casvisscceccus $1,483,249 $1,353,441  $129,8°8 


Union Pacific.—On Monday, Oct. 25, U. S. Attorney- 
General McKenna announced that the government 
wou'd ask for a postponement of the foreclosure sales 
of the Union Pacitic and Kansas Pacific to Dee. 15. 
Thereupon the Union Pacific Reorganization Commit- 
tee issued the following statement: 

“The Attorney General has notitied this committee 
that he proposes to ask the court for an adjournment of 
the foreclosure sales of the Union Pacific and Kansas 
Pacific Railway properties to Dec. 15, so as to postpone 
tinal disposition until after Congress shall have met. 
This action isno doubt taken to free the Administra- 
tion from embarrassment, 
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“The Reorganization Committee has, however, 
reached the conclusion that the interests of the secur- 
ity holders represented by it, and of the syndicate fur- 
nisbing the funds to finance the reorganization, demand 
reorganization without any further delay. In this sit- 
uation the committee contemplates, so as to gain 
prompt possession of the Union Pacific Line, to oppose 
any adjournment of the sale of the main line, and to bid 
it in. if need be, for the full amount of the Govern- 
ment’s claim, the additfonal sum involved in this being 
about $8,000,000. 

* As to the Kansas lines, the foreclosure of the first 
‘fens upon the subsidized divisions of the Kansas Paci- 
fic Railway will be energetically pressed, and when 
these foreclosures shall have been accomplished, the re- 
organizition of the Kansas lines will be completed as 
planned. 

** Allotments made under the plan to Kansas Pacific 
security holders and amounting to about $15,000,000 in 
new bonds and $20,000,000 in preferred stock will remain 
reserved for the reorganization of the Kansas lines. 

“The amount of new first mortgage bondsjto be issued 
for the purpose of the reorganization of the Union 
Pacific main line will not exceed $70,(00,000, and of pre- 
ferred stock $55,000,U00. 

“No change in the plan of reorganization is involved 
in the foregoing.”’ 

This increase of the bid by the Reorganization Com- 
mittee to cover in full the indebtedness to the govern- 

-ment on the Union Pacific man line has led the Attor- 
ney-General to withdraw all opposition to the sale of 
that portion of the road, and it will take place as adver- 
tised. The sale of the Kansas Pacific has been 
pustponed to Dec. 15. On this portion of the 
system the second mortgage lien of the government 
is on the Kansas division only, and on July 1 was: 
Principal, $6,303,000; interest, $6,571,115; total, $12,874,- 
115. The division extends from Kansas City, Mo., west 
through Kansas 394 miles. The sale of the various lines 
as originally advertised, with the upset price deposits, 
etc., is as follows: 







Date, Upset 

Mortgage. Sle. Place, price. Depo it. 
Government subsidy....Nov.1 Omaha _  $23,000,0°0 $2,000,600 
sinkin. fun’....... . Nev 1 Omaha 13,645,250 =1,364.525 
Uuion Paertic Ist..... -Nov.2 Omaha — 40,637,435 —-2.900,' 00 
Kansas Pe fie cons..... Nov.3 Topeka 8,v00,000 509,000 
Kansas’ Pocific Govt 

oO Ee Ae Ree Nov.4 Topeka 2,500,000 500,000 
Kansas Pacific East 

PET ER Nov.5 Topeka 4,500,000 200,000 
Kansas: Pacific Mid. 

ae ee veceeeee NOV. 6 Salina 5,370,000 200,000 
Denver Pacific Ist....... Nov.S Donver 2,000,000 509,C00 





Electric Railroad News. 





Baltimore, Md.— Negotiations which have been in 
progress for some time for the sale of the Columbia & 
Maryland Railway to asyndicate of Baltimore capitalists 
have beencompleted. It is the purpose of the new owners, 
who include a number of the original projectors, to com- 
plete the line as an electrical railroad. It is estimated 
that the work already done represents -an outlay of 
aboat $1,000,000. The price paid by the new owners of 
the property is said to be considerably less than this 
amount. It is understood that the whole property is in 
shape for speedy completion of the original plans. 


Boston, Mass.—On ‘Tuesday the Massachusetts 
Railroad Commissioners gave a hearing to the repre- 
sentatives of the street railroad companies in all the 
large cities on the subject of vestibule cars. Tke law 
enacted by the Legislature of the present year provides 
that after Jan. Ll all new cars put on by any street rail- 
roads in cities and towns with a population of less than 
50,006 shall be vestibuled, and that in the large cities 
vestibule cars may be used if the Commission does not 
rule them against public interest and safety. The only 
road indorsing vestibule cars, at the hearing last Tues- 
day. was the Springfield Street Railway Co. The repre- 
sentatives of the Union Street Railway Co., New Bed- 
ford; Globe Street Railway Co., of Fall River; the Wor- 
cester & Suburban, Lowell & Suburban. Lowell, Law- 
rence & Haverhill, and West End roads, all opposed 
them on the ground that they impaired seeing and bear- 
ing on the part of the motormen. It was stated that 
the West End motormen did not want them. Vice- 
President Cummings, of this company, representing the 
combined interests of the opposing companies stated 
that they would be satisfied if the Commissioners ren- 
dered no decision on the matter, but left each road in 
large cities to decide for themselves. 


Chicage.— Receiver McAllister, of the Metropolitan 
Elevated Railway Co., has been ordered to pay $50,196 to 
the Central Trust Co. and to the Guaranty Trust Co., 
both of New York, which amount is the balance due of 
the semi annual interest on the $10,000,000 bonds given 
to the West Side Construction Co, 

A stockholders’ bill recently issued by ex-Judge S. P. 
McConnell asks for the appointment of a Receiver for 
the General Electric Railway Co., an injunction pre- 
venting the sale of any more of the bonds and a general 
accounting. It is alleged that the resources are being 
used for other purposes than in the interests of the com- 
pany. An agreement has been reached whereby the 
application for a Receiver has been postponed until 
Nov. 2. 

Cleveland, O.--Mr. C. F. Emery, one of the stock- 
holdersand adirector of the Littleton Consolidated Street 
Railway Co , has made an affidavit in the case of Frank 
De Hass Robinson against the road, in which Mr Robin- 
son is charged with indebtedness to the stockholders of 
the company of over $1,600,000. 


Detroit, Mich.—The Detroit, Lake Shore & Mt. 
Clemens Railway Co., which is building a road from 
Detroit to Mt. Clemens, bas met with another setback. 
A temporary order has been issued to restrain it from 
building along a highway known as Groosepointe Road, 
and the petitioner has asked that the injunction be made 
permanent. 


Greenbush, N. Y.—The Greenbush & Nassau Rail- 
way Co. has increased its capital stock from $180,000 to 
$325,000 and bas decided to push the work on the road- 
bed between East Greenbush and Rensselaer as soon as 
surveys can be made. The right of way is being secured 


Madison, Wis.—Mr. Frank W. Oakley, Receiver of 
the Madison City Railway Co., informs us that on peti- 
tion of the New York Guaranty & Indemnity Co., the 
Madison Street Railroad will be sold to the highest 
hidder on Dec. 1. The New York company _ holds 
outstanding bonds aggregating $150,000 and the 
amount due Oct. 1 for principal and interest is more 
than $174,000. The Street Railroad Co. has been in the 
hands of a Receiver since March, 1896, and since that 
time has made improvements aggregating some $380,000. 


New York.—An order has been obtained from Justice 
Traux in the Supreme Court calling on the Metropoli- 


tan Street Railway Co. to show cause why an injunction 
should not be issued which will prevent further work 
on the tracks of the electric conduit line on Amsterdam 
avenue. It is understood that the company will enter a 
general denia! of the changes that have been brought 
against it, asserting that the Department of Public 
Works had the right to grant the privilege of laying the 
tracks and that the consent of the majority of the 
stockholders was secured, 


San Jose, Cal.—The stockholders of the San Jose & 
Santa Clara Street Railway Co. have authorized a 
bonded indebtedness of $200,000 for the purpose of pay- 
ing off existing bonds. The new issue will be for 15 
years at 6 per cent. 


Terre Haute, Ind.—The Terre Haute Electric Street 
Railway Co. was placed in the hands of a Receiver on 
Oct. 18. The receivership was the result of a levy on 
the property of the company by the City Treasurer of 
Terre Haute for $5,000 delinqueat taxes. 








TRAFFIC, 


Traffic Notes. 


The Lehigh Valley now sells mileage tickets without 
any time limit. 

Kansas City factories have recently shipped 750 tons 
of canned beef to Japan forthe army and navy of that 
country, sending it over the Chicago Great Western and 
the Canadian Pacific. 

The Tennessee Coal, [ron & Railroad Co. has sold 100,- 
000 tons of coal to Vera Cruz, Mex., for railroad use, the 
coal to be shipped during the next 12 months. It will go 
over the Louisville & Nashville to Pensacola, Fla. 


A Kansas City paper states that the elevator com- 
panies of that city, after strenuous opposition, long kept 
up, have decided to pay demurrage on freight cars, as 
demanded by the Kansas City Car {Service Association. 


A press dispatch from Detroit says that Governor 
Pingree, of Michigan, will bring suit for a mandamusto 
compel the Michigan Central and the Lake Shore & 
Michigan Southern to sell family mileage tickets good 
for two years, at $20 for 1,000 miles. The Supreme Court 
of Michigan has recently sustained the law requiring 
this, but the two roads named claim that the provisions 
- their charters exempt them from compliance with the 

aw. 


The Supreme Court of Minnesota has reversed the de- 
cision of the Lower Court, in the Steenerson grain rate 
case, which has been pending for about four years. The 
Supreme Court holds that the establishment and regu- 
lation of rates is an executive function and that there- 
fore the State Railroad Commission is competent to 
perform it. The newspaper report states that the de- 
cision holds the rates made by the Commission in 1894 
to be reasonable, the evidence going to show that under 
them the railroads could earn five per cent. on the value 
of their lines and 244 per cent. on the value of terminal 
property. 

Chicago Traffic Matters. 
CHICAGO, Oct. 27, 1897. 

In the 1898 pass agreement of the Western lines it is 
proposed to further restrict personal, political and 
charitable courtesies. The Western Passenger Associa- 
tion complains that the effectiveness of its clergy burean 
has been weakened by the extravagant manner in which 
free transportation has been furnished to agents and offi- 
cers of religious, reform and charitable organizations, 
and the coming year it is proposed to give these people 
no better than half rates. 

The Baltimore & Ohio and the Baltimore & Ohio 
Southwestern are threatening to withdraw from the 
Central Passenger mileage bureau unless the Joint Pas- 
senger Committee grants permission for the interterri- 
torial use of the interchangeable mileage ticket. 

The Union Pacific has finally settled its dispute with 
the Oregon Railway & Navigation Company, and has 
notified all its Eastern connections that it will now re- 
sume the sale of one way andround trip tickets over 
that line. 

The Hay Receivers’ Association of Chicago has filed a 
complaint with the Interstate Commerce Commis- 
sion, charging that the Eastern Illinois, the Panhandle. 
the Erie, the Wabash, the Monon, the Lake Shore and 
the Michigan Central are discriminating against hay 
dealers in applying demurrage and storage charges. 

Lake and rail rates on flour and grain to the Atla :tic 
seaboard probably will not be advanced before the close 
of navigation. The Soo refuses to make the agreed ad- 
vance unless it has assurances that no contracts have 
been made by lines via Chicago extending beyond the 
date of the agreed advance. 

Several hundred unauthorized tariffs, mostly on com- 
modities have been cancelled by the Commissioners of 
the Western Joirt Traffic. 

The Executive Committee of the Western Passenger 
Association has recommended that harvest excursion 
rates be authorized for November and December. 

The State Railroad Commissioners have summoned all 
the Illinois roads to appear before them and show cause 
why they refuse to apply the rate prescribed by the Com- 
missioners on logs. 

Chairman Caldwell says that the Western lines will 
not begin using the new Sebastian interchangeable 
— until Nov. 15. The details have not been per- 

ected. 

During October the average daily sales of the Ventral 
Passenger interchangeable mileage ticket have been 385. 

Eastbound shipments from vange and Chicago 
junctions to points at and beyond the Western termini 
of the trunk lines for the week ending Oct. 21 amounted 
to 64,297 tons, as compared with 60,107 tons the preced- 
ing week. This statement includes 26,377 tons of grain, 
3,108 tons of flour and 10,995 tons of provisions, but not 
live stock. The following is the statement in detail for 
the two weeks: 




















WEEK ENDING | WEEK ENDING 
Oct. 21. Oct. 14. 
Roads. 

Tons. p.c Tons. p. c. 
Baltimore & Ohio........... 3,598 5.6 4,307 7.2 
C., C., C. & St. Leuis........ 4,494 7.0 3,348 56 
NAG. ccsneceices. scienem 9,644 15.0 7,842 13.1 
Grand Trunk.....:... 8,208 12.8 6,987 11.6 
eS a ee ven 7,649 11.9 6,690 Hi. 
Michigan Central.. ........ 6,339 9.8 8.060 13 4 
‘Se ea) S GPa) ee 5,020 7.8 5,094 8.5 
Pitts., Cin., Chi.& St. Louis.| 4,492 7.0 4,527 7.5 
Pitts., Ft. Wayne & Chicago 8,213 12.8 7,478 124 
WHEDABU: «ccccccs coscses Gomes 6,620 10.3 5,774 9.6 
Totals.......sccccccscesses| £64,277 | 100.0 60,107 | 100.0 























Lake shipments last week were 176,367 tons. 











